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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic depa 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD JITTERS 


ITH the resumption of negotiations between rail- 

road labor and management for an agreement as 
to dismissal compensation for employes discharged be- 
cause of the adoption of operating economies, it was to 
have been expected that the railroads would yield to 
the demands of labor. The expected has happened. 
They have granted about twice as much as was included 
in the offer on which they stood when negotiations 
were broken off. 

We assume that the negotiations were resumed by 
the railroads, after their more than fair proposal had 
been rejected by labor, because of fear that, without 
an agreement on dismissal compensation, they would 
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get something worse, either through enactment of the 
Wheeler-Crosser bill, another continuation of the emer- 
gency transportation act and the Coordinator, serious 
trouble with labor, or indirect punishment through 
some other means, such as an administration policy in 
favor of the pending labor bills in Congress. President 
Roosevelt himself was always on hand to intervene if 
negotiation failed. 

We had no doubt that, as a result of the resumed 
negotiations, a much better proposal would be made to 
labor—better from its point of view—than the one it 
turned down, and that, if it did not get all it asked, it 
would at least get all it wanted or expected. Railroad 
management is no match for railroad labor in such a 
game. It is inspired largely by caution and fear, 
whereas, the labor leaders, equally as able as railroad 
executives, have no such inhibitions. They know ex- 
actly what they want, they have no hesitation in going 
after it—and, consequently, they usually get it. 

We predict that, when and if final agreement is 
reached between labor and management on dismissal 
compensation details, the Wheeler-Crosser bill, intended 
to make such compensation compulsory under a plan 
set up by its authors, will be withdrawn or allowed to 
die—this because it was not inspired by any desire, 
moral or economic, to do the right thing in the prem- 
ises, but merely by the wish of the demagogues behind 
it to give labor what it wanted. If, then, labor is sat- 
isfied, there will be no further reason for pressing leg- 
islation that, theoretically—and only theoretically— 
was supposed to be for the purpose of solving by law 
an economic problem. Men of the Wheeler stamp are 
not concerned with such considerations. They think 
only of votes and have only hazy economic notions. We 
doubt if many of them in Congress who would vote 
for the Wheeler-Crosser bill even know what is in it 
or what its effects would be. They know only that la- 
bor wants consideration in the matter of dismissal com- 
pensation and, if it cannot get it satisfactorily by agree- 
ment with management, they propose to grant it by 
law—or threaten a law in order to force the hand of 
management. 

Railroad management has added another to the 
long list of lickings it has received from labor, Con- 
gress, the President and everybody else who tells it 
what it must do. The eastern railroads, to be sure, are 
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proposing to fight in court the order of the Commis- 
sion reducing passenger fares, but that is only an ex- 
ception that proves the rule—and, besides, one may 
contest by legal means an order of the Commission 
without fearing that that body will resort to retaliatory 
and unfair tactics as a consequence. We had hoped that 
the railroads would stand for what was right and rea- 
sonable in this matter of dismissal compensation and 
meet attempts at punishment—if any—as they came 
and in a fighting spirit. They might have adopted as 
the device for their shield Roger Babson’s cat, ram- 
pant, but now the dog, couchant—or however a dog 
with his tail between his legs should properly be pic- 
tured in heraldry—would be more appropriate. 


Of course, it is easy to justify what has been done, 
after it has been done, on the theory that, even after 
allowing the stipulated dismissal compensation, there 
will be some profit for the railroads immediately and 
more eventually if coordination projects are effected. 
That, however, begs the question, which is whether 
there is justice in a plan for compensation and, if so, 
what is the measure of the compensation that could be 
allowed with reason. We think the railroads have al- 
lowed themselves again to become the guinea pigs for 
experimental purposes, the plan they have allowed to 
be forced on them not being imposed on anyone else— 
more especially on their competitors in business, with 
whom they will be now more than ever at a disadvan- 
tage—and that, even if there were justice in imposing 
that kind of burden, they are allowing themselves to 
be loaded beyond all reasonable limits. 


Just what is it, specifically, that the railroads fear 
if they do not yield to the demands of labor? Is it pun- 
ishment from President Roosevelt? Who is he, either 
by virtue of his office or because of his wisdom, to tell 
the railroads or anyone else what to do about their busi- 
ness? At any rate, he could only function through Con- 
gress, in this respect. Of course, he has a subservient 
Congress to do his bidding, but what would Congress 
do? Would it enact the Wheeler-Crosser bill into law? 
Let it do so. Such a law would be unconstitutional, if 
for no other reason, because it would be class legisla- 
tion applying to the railroads a rule that did not apply 
to other business—not even to their competitors. 
Would it pass the other pending labor bills, such as the 
train length bill and the full crew bill? We do not be- 
lieve even this labor-bossed Congress would dare to 
enact such manifestly unfair and ruinous legislation. 
It would not be deterred, perhaps, by the character of 
the legislation, per se, but it probably would have sense 
enough to see that such action would react on it and 
the party it represents. Would there be trouble with 
labor? Would the men, perhaps, strike? Let them do 
so. They need their jobs as much as the railroads need 
the men; the public, we believe, would support man- 
agement in a fight in which it was so obviously right 
—provided it presented its case with force and clear- 
ness. 

If we have, indeed, reached the point where one 
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cannot stand up for his rights because of the certainty 
of punishment, then the railroads, as private business, 
might as well get out of the picture at once and let the 
government take them over, their executives retiring to 
less arduous occupations, such as cultivating vegetable 
gardens, for instance. But we do not believe we have 
reached any such point. We think the railroads are 
merely suffering from a serious and chronic case of 
jitters. 


EXTENSION OF COORDINATOR’S TERM 


The Traffic World Washington Bureau 


With the present indications that Congress will adjourn 
before June 16, when the term of Coordinator Eastman under 
Title I of the emergency railroad transportation act of 1933 
and under the supplemental legislation of last year will expire, 
there appears to be no concerted movement looking to the 
continuation of the office by Congress. It would not cause 
surprise, however, if a resolution or bill providing for exten- 
sion of the term of the Coordinator for at least a year were 
introduced. Officers of the Association of American Railroads 
and the National Industrial Traffic League are on record as 
opposed to continuation of the office. The interstate commerce 
committees of Congress have done nothing with the Coordina- 
tor’s bill providing for reorganization of the Commission and 
for a permanent coordinator. In his last report Coordinator 
Eastman said with respect to continuation of his office: 


The office should not depend upon year to year extensions, as has 
been necessary under the emergency act. The difficulties of doing good 
work are greatly increased by such a temporary status, because of 
its effect both on the staff of the Coordinator and on the carriers. If 
it is not desired to make the office permanent without further trial, 
it should be given a lease of life of at least five years. 


Coordinator Eastman conferred with President Roosevelt 
May 7. He declined to say why he called at the White House 
after the conference. There was speculation as to whether the 
question of continuing the term of the Coordinator beyond 
June 16 was discussed. 


GOVERNMENT OWNERSHIP IN CANADA 


The second report of the committee on government owner- 
ship, division on research, Transportation Association of Amer- 
ica, just issued, traces the events that led to the present 
system of dual government and private ownership of railroads 
in Canada. The title of the report is “How Government Owner- 
ship Came About in Canada.” It traces the history of trans- 
portation in Canada through the pioneering years, when water- 
ways, portages, and turnpikes carried the traffic, down to the 
beginnings of the railroads and the formation of the confedera- 
tion. The articles of confederation included an agreement to 
build a railroad line at government expense from the St. 
Lawrence to Halifax. That railroad from the beginning was 
government owned. According to the report, the situation in 
1916, when a royal commission was appointed to study and 
make recommendations with reference to the Canadian railroad 
situation, was brought about by the clashing ambitions of the 
Canadaian Pacific, the Canadian Northern and the Grand Trunk. 
At that time, the report says, “the Canadian government has 
already provided the means, or guaranteed the payment of 
$968,451,737” in railroad obligations. As a result of the report 
of the commission the government took over 22,000 miles of 
railroad. According to the report, however, the problem of 
Canadian railroad ownership is not yet solved. “Due to the 
lack of a sound national policy toward transportation through- 
out its entire history, Canada drifted into its present position 
as the result of continually increased loans and guarantees of 
obligations,” it says. “Government ownership in Canada was 
never a planned or publicly indorsed policy.” 

In a brief foreword to the report the association says that 
the results of government ownership in Canada will be reviewed 
in a later report. 


CLOSED CAR LOADING BOOKLETS 

The transportation division, operations and maintenance 
department, Association of American Railroads, has issued 4 
series of booklets describing and illustrating recommended 
methods for the loading of specific commodities in closed cars. 
The first four of the series deal with the loading, bracing, and 
blocking of machinery, the loading of butter in tubs, the load- 
ing of empty cylinders with or without caps, and the loading 
and bracing of automobiles shipped by freight under passenger 
ticket plans. 
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Current Topics in 
Washington 





All this week and for some time 
before, the Commission daily was re- 
ceiving telegraph messages and let- 
ters in which it found the words 
“protest strenuously,” or “object 
strenuously.” Their recurrence sug- 
gested that the letters and telegraph messages were being pro- 
moted by some organization. Another idea was that the pro- 
moting organization, if one there was, had obligingly furnished 
a sample message to be sent to the Commission with suggestions 
as to how it might be varied. They referred to pick-up and 
delivery. 

All senders, however, seemed exceedingly fond of the word 
“strenuously,” a reminder, in and of itself, of Theodore Roose- 
velt, a believer and advocate of the strenuous life. 

The receivers of the messages and letters, wondered, in 
view of the near approach of “mother’s day,” whether it was 
not just possible that one or the other of the telegraph com- 
panies might get its pickles mixed and send a message to the 
Commission beginning “dear mother.” The wonder was based 
on the fact that the telegraph companies appear to have a book 
of “sample’” messages for “mother’s day” and other days of 
remembrance which are sent to the person addressed, by code 
number, referring the receiving office to the message to be 
copied and sent to mother. Some of the messages on pick-up 
and delivery were so nearly alike it was feared that they had 
been dispatched under code numbers, thereby creating the 
possibility of a “mother’s” day message being sent to the Com- 
m'ssion through error in code number, in connection with the 
pck-up and delivery case. 

While such messages, hundreds of them at times, do reach 
the eyes of the commissioners addressed, in many instances, 
in an equal number, it is believed, they do not get beyond the 
clerks and secretaries who make a record of them and send 
them down to the filing cabinets for inclosure with the record 
in a case. They, however, do not become a part of the record 
from which reports are written by the Commission. Records 
are made up of only sworn testimony and documents, subjected 
to cross examination. 


Danger in Promoted 
Messages to 
the Commission 


It may cause smiles to say so 
but it is believed that several men 
will agree that the man who has 
saved a nominal sum of money and 


Plight of the Man 
Who Has Saved and 


Invested Six Dollars 

probably the foregotten man Presi- 
dent Roosevelt has been talking about. It may be suggested 
that he has not enough of an investment to hire advisers to 
tell him what to do to save his $6. Therefore, he must depend 
on advisers who deal with him at long range. 


The man who works with his hands is probably in the 
worst position to judge what to do about his $5 investment. 
His employer is not permitted, under statutory law, to organ- 
ize a “company union” which might be addressed by him. 
Company unions are now anathema. The officers of the union 
of which he is a member may be and frequently are sup- 
porters of a particular political party. The head of that party 
May advocate a tax law that, in the opinion of his employer, 
will ruin the business that gives him employment. Whose 
advice is he to take? If he goes around the corner to talk 
with the boss as man to man, he is likely to be suspected 
of being a “labor spy.” If he depends on politicians he may 
lose that $6 by the enactment of a tax law that will do what 
his employer may tell a meeting of business men it will do to 
the business. If it does, then the man’s job and his $6, are 
both gone. And if inflation comes, as some insist it will, how 
about the life insurance policies on which he has been paying 
for a generation? Will they be paid off, as they were in 
Germany, with markets worth only an infinitesimal part of 
what marks were worth when the insurance contract was 
written ? 

Some of these gloomy thoughts were inspired by the 
predictions made by John W. O’Leary, president of the Ma- 
chinery and Allied Products Institute, Chicago, to the Senate 
finance committee in discussing the pending $800,000,000 tax 
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bill. Leading senators of all parties, are expected to push the 
measure through the Senate and thereby made it law. Pre- 
sumably, when they have done that they have given assurance 
to the man who has $6 invested in stocks or bonds that the 
things Mr. O’Leary predicted will not happen. But does the 
man who has $6 invested know which of the two is right? 

“The radical change in corporation taxation suggested will 
do great violence to the very stability and progressiveness 
which have developed and made American industry great,” 
said Mr. O'Leary. “The immediate effect will be to retard 
the recovery now in progress, prevent private reemployment 
and aggravate the problem of relief. 

“Over a period of years it threatens to substitute federal 
financing and control for American private enterprise as a 
result of weakening corporations through the financial policies 
it fosters. 

“Scores of capital goods manufacturers who are weather- 
ing the depression, which is still severe in their business, on 
reserves set aside during more prosperous years would have 
been forced into bankruptcy had this measure been in effect 
in the past. The seriousness to society of a measure damag- 
ing these industries may be seen when we consider that the 
capital goods industries normally employ 65 per cent of those 
engaged in manufacture and mining.” 

When one gives thought to the matter, it is not hard to 
come to the conclusion that the man with the small savings, 
typified by the $6, is the man who is most up against it at a 
time when leaders are as far apart in their allegations as 
they are in these days, with one set saying the tax law will be 
a just and reasonable measure and the others saying it will be 
ruinous. 





The Missouri Court of Appeals, 
in Ranier vs. Western Union Tele- 
graph Company, South Western Re- 
porter (advanced sheets), April 7, 
75202, has laid down the _ propo- 
sition that it is the business of a 
court to see that it is not used to enable any one breaking any 
law to make a profit or even to save himself from loss. In 
that case Fred Ranier, a truck operator, holding neither a 
certificate nor a permit from Missouri, contracted to haul 
cream from West Plains, Mo., to New Orleans, La. At Little 
Rock, Ark., one tire became so bad that the driver wired to 
his brother for $60 to fix up the truck. 

The Western Union was accused of being so slow in doing 
that work that Rainer sued for $100 damages on account of 
the cream that soured while the truck was being held up for 
the money to buy a new tire. Seemingly, the company that 
contracted for the transportation knew that Rainer was not 
obeying the Missouri law about a permit to operate. 

“In our opinion,” said the court, “the law leaves the 
owner of the cream and the owner of the truck in exactly 
the same position before the law. They entered into the con- 
tract and the law can neither recognize the claim of the owner 
of the truck for the carriage charges, nor the claim for dam- 
ages by the owner of the cream for the failure lawfully to 
transport the same. ... If the carrier would not be liable 
himself, under the contract of carriage, then he should not be 
allowed to sue a third party (the Western Union) and recover 
for damages to the goods in his possession, for carriage, where 
he himself would not be liable to the owner of the goods for 
failure to transport them.” 

The court said the owner of the truck was guilty of violat- 
ing the Missouri motor vehicle statute of 1931 and the owner 
of the cream was also guilty of a misdemeanor by reason of 
having employed and thereby abetted the owner of the truck 
in his failure to obey the laws or comply with the orders of 
the Public Service Commission of Missouri. The court said 
the evidence failed to show that the Western Union had any 
knowledge of the illegal contract between the truck man and 
the cream shipper. 


Hands|Must Be 
Washed Before One 
Can Go to Court 


Any one reading between the 
lines of the formal protest of some 
of the eastern railroads and re- 
membering how long ago the Com- 
mission announced its decision in 
No. 26550, the passenger fare case, 
is warranted, it is believed, in drawing the conclusion that 
railroad executives and their chief legal advisers have been 
having a hard time to chart their course in that matter. The 
order reducing the basis to two cents in coaches and three 
cents in Pullmans was made at the end of February, requiring 
the fares to be established not later than June 2. That allowed 
two month of thinking on the subject before the tariffs had to 
be on file. 


Passenger Fare Case 
a Knotty Problem for 
Rail Officials 
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Yet, when the tariffs were filed, the executives who had 
objected to the reductions had not gone into court asking for 
even a restraining order. Instead, they filed a formal protest 
and reserved their rights “either in this proceeding or in 
other proceedings to apply for relief from the Commission’s 
order.” That is part of the last sentence in the protest. In a 
proceeding sentence they had denied the validity of the Com- 
mission’s order and announced their intention to “institute 
legal proceedings to test the validity thereof.” 


The first sentence seems stronger than the first. The 
two sentences suggest that, even in the preparation of a formal 
statement, the rail executives may have had disagreements 
among themselves. The last sentence promise might be ful- 
filled by filing further representations with the Commission 
in the proceeding in which the order was made, without resort 
to the courts. 


A thought is that, even if the executives opposed to the 
order are able to agree, there is great danger, even if they 
bring and win a suit, based on the ground that the order is an 
unconstitutional invasion of the field of managerial discretion, 
that it will do them little, if any good. That will be on 
account of the willingness of the Baltimore and Ohio and the 
lines grouped with it to give the reduced fares a thorough 
trial in an effort to regain passenger business. Competition 
by the Baltimore and Ohio, it is generally believed, would 
break down the fare structure even if the opposed lines got 
a court decision in their favor. Favorable decisions, it might 
be suggested, are nice to read. However, they contain no 
substance when a competitor forces a reduction. All railroads 
are able to pull out of their files decisions of the Commission 
permitting them to charge higher freight rates in various parts 
of the country than they are collecting. Competition has re- 
quired them to forget the favorable decisions and grab for 
what they can get and be thankful therefor. 


Every four years the inhabitants 
of Washington and other parts of the 
District of Columbia imitate other 
Americans by holding primaries for 
the election of delegates to the national 
conventions of the two big political 
parties. The first of such this year will be held by the 
Democrats, May 20. 


Being wholly voluntary affairs——that is, without regulation 
by law—they are amusing things. Generally, two sets of dele- 
gates appear at the national conventions, each claiming to be 
the simon pure article. So there is a contest before the national 
committee. Sometimes the contest is carried to the floor of 
the convention. Frequently both sets of delegates are seated, 
each man being given half a vote. 


Then it is in order for the delegates to fight among them- 
selves, sometimes with fists. A good time is had by all. The 
delegates from the District of Columbia help nominate the 
candidates. But that’s all. Not one of the delegates can 
vote for the candidates he has helped nominate. That is, not 
one can vote if he is a real resident of the District of Columbia 
and has not reserved a right to vote in some state. If he has 
such a reservation he is not really entitled to be a delegate 
from the District of Columbia.—A. E. H. 





This Year Washing- 
tonians Imitate 
Other Americans 


REVENUE FREIGHT LOADINGS 


Revenue freight loading the week ended May 2 totaled 
671,154 cars—4,973 above the preceding week, 102,227, or 18 
per cent, above the.corresponding week last year, and 65,908, 
or 10.9 per cent above the corresponding 1934 week. Miscel- 
laneous loading totaled 283,692; merchandise, 162,600; coal, 
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119,567; grain and products, 32,666; live stock, 15,181; forest 
products, 17,629; coke, 7,655. 

Railroads the week ended April 25 loaded 661,181 cars 
of revenue freight (see Traffic World, May 2), according to 
the Association of American Railroads. All districts reported 
increases, compared with the corresponding weeks in 1935 and 
1934. 

Loading of revenue freight in 1936 compared with the two 
previous years follow: 





1936 1935 1934 

Oe BN ID ok voden cts icvivs 2,353,111 2,169,146 2,183,081 
S weeks in FeDruary .....0cs.ccese. 3,135,118 2,927,453 2,920,192 
2 EN <5 bse e cesenbasy ee 2,418,985 2,408,319 2,461,895 
ce eS ee re 613,867 545.456 559,070 
A Pe > IRS Serre 622,138 586,568 579,981 
ee ee rere 642,657 611,141 591,705 
oe a ee ree me 666,181 558,936 609,704 

aL ES eee eee 10,452,057 9,807,019 9,905,628 


Revenue freight loading by districts the week ended April 
25 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 6,112 and 4,694; live 
stock, 1,070 and 1,150; coal, 31,314 and 20,934; coke, 1,240 and 1,096; 
forest products, 1,367 and 1,362; ore, 908 and 840; merchandise, L. C. 
L., 40,556 and 41,815; miscellaneous, 69,418 and 58,711; total, 1936, 
151,985; 1935, 130,602; 1934, 147,937. 

Allegheny district: Grain and grain products, 3,516 and 2,535; live 
stock, 875 and 742; coal, 35,223 and 21,414: coke, 3,954 and 1,857; for- 
est products, 1,185 and 936; ore, 3,538 and 2,247; merchandise, L. C. L., 
29,163 and 30,101; miscellaneous, 64,337 and 45,418; total, 1936, 141,- 
791; 1935, 105,250; 1934, 124,730. 

Pocahontas district: Grain and grain products, 344 and 260; live 
stock, 49 and 44; coal, 31,820 and 23,394; coke, 420 and 368; forest 
products, 769 and 762; ore, 70 and 98; merchandise, L. C. L., 5,427 
and 5,102; miscellaneous, 8,068 and 6,760; total, 1936, 46,967; 1935, 
36,788; 1934, 43,328. 

Southern district: Grain and grain products, 2,813 and 2,345; live 
stock, 703 and 625; coal, 14,739 and 9,619; coke, 348 and 241; forest 
products, 10,158 and 7,613; ore, 767 and 543; merchandise, L. C. L., 
28,539 and 27,288; miscellaneous, 41,592 and 35,148; total, 1936, 99,659; 
1935, 83,422; 1934, 89,232. 

Northwestern district: Grain and grain products, 9,179 and 6,544; 
live stock, 2,659 and 2,176; coal, 3,601 and 2,711; coke, 1,371 and 917; 
forest products, 8,263 and 7,638; ore, 2,625 and 6,679; merchandise, L. 
Cc. L., 19,934 and 19,003; miscellaneous, 30,661 and 26,591; total, 1936, 
78,293; 1935, 72,259; 1934, 71,607. 

Central Western district: Grain and grain products, 7,716 and 6,900; 
live stock, 5,837 and 6,214; coal, 5,255 and 4,783; coke, 115 and 169; 
forest products, 6,088 and 5,236; ore, 2,900 and 2,206; merchandise, L. 
C. L., 25,041 and 23,200; miscellaneous, 41,389 and 34,991; total, 1936, 
94,341; 1935, 83,699; 1934, 84,390. 

Southwestern district: Grain and grain products, 3,425 and 3,713; 
live stock, 2,839 and 2,980; coal, 2,121 and 1,245; coke, 93 and 102; 
forest products, 4,375 and 3,277; ore, 290 and 204; merchandise, L. C. 
L., 12,346 and 12,411; miscellaneous, 27,656 and 22,984; total, 1936, 
53,145; 1935, 46,916; 1934, 48,480. 


MISSOURI PACIFIC REORGANIZATION 


The Commission’s bureau of finance, in finance 9918, Mis- 
souri Pacific Reorganization, has recommended that division 
four deny the application of Charles H. Thornton, James M. 
Kemper and A. J. Sevin for an order authorizing them, as a 
protective committee for the holders of junior securities of the 
Missouri Pacific, to solicit authorizations to represent holders 
of such securities and to use, employ, or act under or pursuant 
to such authorization. The bureau’s report says that ap- 
plicants for such authorization should not only show that 
nothing objectionable is intended, but should also make an 
affirmative showing of the need of such a committee. It said 
the Commission should find that these applicants had made no 
such showing. 





Revenue Freight Car Loading—Week Ended Saturday, April 25 


Grain and Live 
grain prod. stock Coal 
1936 33,105 14,032 124,073 
OE eee | i935 26,991 13,931 84,100 
| 1934 26,514 18,470 116,109 
Preceding week April 18 ......... 1936 30,177 12,972 109,800 
Per cent increase over ........... 1935 22.7 * 47.5 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 24.9 6.9 
Per cent decrease under ......... 1934 24.0 
1936 530,289 202,768 2,360,796 
Cumulative 17 weeks to Apr. 25 { 1935 444,185 216,919 2,182,165 
| 1934 491,392 263,455 2,246, 328 
Per cent increase over ........... 1935 19.4 8.2 
Per cent decrease under ......... 1935 6.5 
Per cent increase over ........... 1934 7.9 5.1 


Per cent decrease under ......... 1934 23.0 


Per cent to 15 year average 79.8. 


Coke products Ore L.C.L. Miscellaneous Total 
Forest Mdse. 
7,541 32,205 11,098 161,006 283,121 666, 181 
4,750 26,824 12,817 158,920 230,603 558,936 
6,160 25,028 9,414 165,436 242,573 609,704 
6,827 31,656 9,569 161,833 279,823 642,657 
58.8 20.1 1.3 22.8 19.2 
13.4 
22.4 28.7 17.9 16.7 9.3 
2.7 
146,184 481,837 110,359 2,565,548 4,054,276 10,452,057 
117,965 403,608 88,490 2,623,827 3,729,860 9,807,019 
139,319 376,169 72,220 2,734,922 3,581,823 9,905,628 
23.9 19.4 24.7 8.7 6.6 
2.2 
4.9 28.1 52.8 13.2 5.5 
6.2 
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COMMISSION REPORTS 


Horses and Mules 


Fourth section application No. 16124, horses and mules to 
lower Mississippi River crossings. By division 2. Authority 
granted to parties to Peel’s I. C. C. No. 2661, in fourth sec- 
tion order No. 12323 to establish proportional rates, horses, 
mules, burros and asses, points in southwestern and western 
trunk line territories to Mississippi River crossings Memphis, 
Tenn., and south, without observing the long-and-short-haul 
part of section 4. Relief is subject to the 3314, 50 and 70 per 
cent circuity limitations. 

Crude Petroleum 


No. 27076, Pure Oil Co. vs. Kansas City Southern et al. 
By division 4.. Rates, crude petroleum oil, in tank cars, Purol 
(Gueydan), La., to Smiths Bluff, Tex., unreasonable to the ex- 
tent that they exceeded 12 cents. Reparation of $1,308.88 
awarded. In disposing of this case division 4 said that in def- 
erence to the views of the entire Commission in Globe Oil & 
Refining Co. vs. A. T. & S. F. et al., 211 I. C. C. 89, from which 
all three members of the division dissented, which views they 
considered binding on them while acting as a division, they 
found the rates unreasonable as hereinbefore set forth. 


Soap 


Fourth section application No. 15239, soap from New Eng- 
land and Trunk Line Territories. By division 2. On further 
hearing carriers authorized in fourth section order 12324, to 
establish rates, soap and related articles, from points in trunk 
line and New England territories, to destinations in western 
part of trunk line territory without observing the long-and- 
short haul part of section 4. The relief is subject to the condi- 
tion that the rates over the longer lines be on the basis of 27.5 
per cent of the first class rates and that the rates to higher 
rated intermediate points shall not exceed rates on the basis of 
32 per cent of first class to such points. The relief also relates 
to lard substitutes. It is for the benefit of routes operating 
from one point in trunk line to another in that territory through 
central territory. This relief was granted on further hearing, 
relief having been denied in the prior report, 208 I. C. C. 486. 
The carriers now have temporary relief on the 27.5 and 32 per 
a Truck competition was cited in argument for this 
relief. 

Bones 


Fourth section application No. 16139, bones and fertilizer 
materials from and to the south. By division 2. Carriers 
authorized in fourth section order No. 12327 to establish rates, 
bones, other than human or fresh meat bones, ground or not 
ground, in mixed carloads with fertilizer and fertilizer mate- 
rials, between points in southern territory, and between points 
in that territory, on the one hand, and points in official terri- 
tory, including Illinois Freight Association territory the lowest 
that may be constructed over any line or route between the 
same points, minimum 40,000 pounds, without observing the 
long-and-short-haul part of section 4. This relief is to displace 
the temporary relief given by fourth section order No. 12174. 


Potatoes 


No. 27003, Joseph Papania & Co. vs. A. C. L. et al., and 
sub. No. 1, W. T. Sistrunk & Co. vs. Norfolk Southern et al. 
By division 3. Rates, potatoes, Mount Olive, Warsaw, and 
East Alliance, N. C., to Lexington, Ky., applied on shipments 
in June, 1933, unreasonable to the extent they exceeded 54 
cents from Mount Olive and Warsaw and 51 cents from East 
Alliance. Reparation of $129.22 awarded in the title case and 
$80.08 in the sub-number. 


PROPOSED REPORTS 


White Potatoes 


No. 27182, Kroger Grocery & Baking Co. vs. A. C. L. et al. 
By Examiner Carl A. Schlager. Rates charged, white potatoes, 
38 carloads, shipped between June 3 and 15, 1932, points in 
North Carolina to destinations in Ohio, Michigan and Indiana, 
inapplicable as indicated in a table. Estimated weight by the 
t 1 and refrigerator-car rental charge inapplicable also as 
indicated in that table. The examiner said that the Commis- 
sion should find that the applicable rates were unreasonable to 
the extent that they exceeded 32 per cent of the first class rates 
prescribed or approved in the southern class rate investigation, 
minimum 30,000 pounds. The examiner said the Commission 
should authorize defendants to waive collection of their out- 
Standing undercharges to the extent of the difference between 
charges based on the applicable rates and charges and thuse 
which would accrue at the contemporaneous column 32 rates. 
In an informal proceeding, the Commission, February 4, 1935, 
authorized the defendants to waive undercharges and make 
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reparation to the basis of rates on the column 32 basis. Appli- 
cation by carriers to make reparations to the basis of column 
30 rates were denied. A refrigerator charge of $12.50 a car 
was assailed and a charge of $5 was claimed. The examiner 
said the Commission should find the applicable estimated weight 
and refrigerator car rental charge not unreasonable. 


Strawberries 


No. 27131, Gentile Bros. Co. vs. C. N. O. & T. P. et al. 
By Examiner Henry B. Armes. Dismissal proposed. Charges 
paid, strawberries, carloads, Spring City, yy and Sale 
Creek, Tenn., to Detroit, Mich., Columbus and Dayton, O., In- 
dianapolis, Ind., and Pittsburgh, Pa., in May, 1934, proposed 
to be found not unreasonable or otherwise unlawful. 





LOANS TO RAILROADS 

In a third supplemental report in Finance No. 9244, Florida 
East Coast Railway Co. receivers’ reconstruction loan, the Com- 
mission, by division 4, has approved an extension for not ex- 
ceeding two years of the time for the payment of a loan of 
$627,075 obtained by the receivers of the Florida East Coast 
from the RFC, maturing May 1. The loan, when approved by 
the Commission in the original report, was $918,375. The re- 
ceivers, however, took only three advances on it, amounting 
to $627,075, for the payment of equipment obligations. The 
receivers were able to obtain the other money needed by them 
from other sources. Thereupon the Commission reduced the 
approval to the amount of the borrowing. In a second supple- 
mental report the Commission approved an extension of a 
maturity date for not exceeding three years but the RFC au- 
thorized the extension for one year only, making the loan due 
May 1, 1936. 

In Finance No. 9585, the Puget Sound & Cascade Railway, 
in a supplemental application, asks authority to borrow an 
additional $50,000 from the RFC. That money if and when 
received is to be applied for the reduction of a loan by the 
RFC to the applicant of $300,000. The application was made 
so as to enable the applicant and its parent company, a lumber- 
ing corporation, to sell a parcel of land, not needed in their 
operation, for about $100,000. The land is covered by a 
mortgage constituting a part of the collateral for the existing 
loan of $300,000. The operation proposed is to release the 
parcel to be sold from the mortgage so that the applicant may 
obtain money for it and apply that money for a reduction of 
its debt to the RFC by $50,000. 

The Reconstruction Finance Corporation now has au- 
thorized a grand total of $614,946,795 of loans to railroads. 
That total includes $100,000,000, however, authorized as part 
of a loan of $105,422,400 to the Great Northern Railway, which 
Jesse H. Jones, chairman of the corporation, does not believe 
will be disbursed. The reason for that is that the corporatior 
agreed to underwrite the Great Northern’s refinancing program 
and it is not expected it will be necessary for the RFC to take 
any part of the Great Northern’s securities due to the fact that 
they will be absorbed by the public. 

Disbursements made by the RFC under authorizations for 
railroad loans now aggregate $494,745,824, while the repay- 


_ ments on loans by railroads total $100,578,154. Authorizations 


canceled or withdrawn total $6,968,156. These figures are as 
of April 30 and are contained in the monthly statement issued 
by the corporation. 


RAILROADS AND TAX BILL 


The Traffic World Washington Bureau 


“If our company is to be subjected to the corporate tax 
levy proposed, it will make it extremely difficult, if not im- 
possible, for some time to come to-reorganize under any plan 
that would enable it to promptly reestablish a cash surplus 
out of earnings commensurate with sound business require- 
ments,” said Fred W. Sargent, president of the Chicago and 
North Western Railway Company, in testimony before the 
Senate finance committee on the Roosevelt administration tax 
bill with relation to proposed taxes on corporate earnings. 

Mr. Sargent said if the company was to reorganize on 
a secure and sound basis in the interest of the public welfare, 
“we must build up the cash surplus sufficient to meet ordinary 
capital requirements for additions and betterments, provide 
for a working capital, and create a reasonable sinking fund.” 

“Until this is done it would be unwise, and I am sure the 
eminent men on this committee would not approve, to dis- 
tribute earnings as dividends,” said he. 

The Chicago and North Western, said Mr. Sargent, would 
necessarily come under the schedule of adjusted net income 
of more than $10,000, and for the first year, at least, and in 
all probability for the first two or three years, “we would 
not be able to pay any dividends after providing for fixed 
charges and cash reserves referred to. We would therefore be 
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required to pay 42% per cent of our adjusted net income, and 
this would make it quite impossible to offer any substantial 
amount to existing creditors and at the same time have suf- 
ficient cash on hand to meet ordinary requirements.” 

Mr. Sargent had explained to the committee that his com- 
pany was now in trusteeship under section 77 of the federal 
bankruptcy act and that it was necessary under the order of 
the court to file a reorganization plan not later than June 27. 

“If we are able to come out of bankruptcy proceedings 
under any reorganization plan that will enable us to reestablish 
our credit and meet those items of expense chargeable to 
capital account for ordinary maintenance of the property and 
undertake to stabilize employment and have a reasonable work- 
ing cash fund, we will be most seriously handicapped for a 
number of years to come if we are compelled to pay 42% 
per cent of our net by way of taxes,” said he. 

“As I see it this percentage will be a disastrous blow to 
those railroads that have not been able to weather the storm 
but could build themselves back into a sound and stable posi- 
tion with the return of reasonably prosperous times.” 

Mr. Sargent had pointed out that section 105 of the bill 
provided for a tax on the net income of every domestic cor- 
poration in receivership or in bankruptcy of 15 per centum 
of the amount of net income in excess of the credit provided 
in section 26. 

“It occurs to me,” said he, “that the committee in charge 
of the bill probably intended the 15 per cent provision to help 
companies in receivership but it only helps them so long as 
they stay in receivership. The minute they attempt to come 
out or do come out under any plan of reorganization they are 
immediately met with an almost impossible situation, since 
they would be unable to pay dividends until they have reestab- 
lished surplus cash reserves and working capital, and while 
trying to do so would have to pay 42% per cent of their net 
earnings in taxes. 

“If the committee could and would give favorable consid- 
eration to the extension of the 15 per cent provision for a rea- 
sonable period of time after reorganization, say, five years, it 
would help to remove an otherwise almost impossible situa- 
tion with relation to reorganization. 

“Without some such relief I am frank to confess that 
railroads now in the process of reorganization will be under 
very serious handicaps, if not impossible handicaps, as against 
those roads that may be in a comfortable position with relation 
to surplus, and that could afford for a while at least, though 
even not permanently, to pay out a very large percentage of 
net income in dividends.” 

R. V. Fletcher, general counsel of the Association of Amer- 
ican Railroads, submitted to the Senate committee the same 
suggestions as to treatment of the railroads he submitted to 
the House committee on ways and means (see Traffic World, 
April 11, p. 690). The House committee did not incorporate 
his suggestions in the bill which was passed by the House. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 11142, Baltimore & Ohio Railroad 
Company bonds, granting authority (a) to issue not exceeding $3,086.- 
000 of refunding and general-mortgage 6 per cent bonds, series E, 
upon the deposit with the trustees of that mortgage of $2,890,000 of 
Pittsburgh, Lake Erie & West Virginia system refunding-mortgage 
4 per cent bonds and $196,000 of Baltimore & Ohio Chicago Terminal 
Railroad Company first-mortgage 4 per cent bonds; (b) to issue not 
exceeding $2,890,000 of Pittsburgh, Lake Erie & West Virginia system 
refunding-mortgage 4 per cent bonds upon the deposit with the trus- 
tees of that mortgage of $2,000,000 of Ohio River Railroad Company 
first-mortgage 5 per cent bonds and $890,000 of Cleveland, Lorain & 
Wheeling Railway Company general-mortgage 6 per cent bonds; (c) 
to pledge not exceeding $2,890,000 of the Pittsburgh, Lake Erie & West 
Virginia system refunding-mortgage 4 per cent bonds, herein author- 
ized to be issued, and not exceeding $196,000 of Baltimore & Ohio 
Chicago ‘Terminal Railroad Company first-mortgage 4 per cent bonds 
under its refunding and general mortgage; and (d) to pledge and 
repledge from time to time to and including June 30, 1938, all or 
any part of the $3,086,000 of the refunding and general mortgage 6 
per cent bonds, series E, herein authorized to be issued, as collateral 
security (1) for any note or notes issued under the provisions of 
section 20a(9) of the interstate commerce act, (2) in substitution 
for or in equalization of existing collateral under existing loans ma- 
turing within two years, (3) for loans maturing more than 2 years 
from date; (4) for loans in respect of which the applicant has as- 
sumed obligation and liability, as guarantor, under authority of 
the Commission, or (5) for several of these purposes; and (2) dis- 
missing that part of the application which requests authority to 
pledge $2,000,000 of Ohio River Railroad Company first-mortgage 5 
per cent bonds and $890,000 of Cleveland, Lorain & Wheeling Railway 
Company general-mortgage 5 per cent bonds, approved. 

Supplemental report and order in F. D. No. 10909, Minneapolis 
& St. Louis Railroad Company, coreceivers, abandonment, modifying 
the certificate issued herein on March 25, 1936, so that the abandon- 
ment of part of the line in question, in Clay county, Ia., be restricted: 
to abandonment of operation, approved. 

Report and certificate in F. D. No. 11139, Alcolu Railroad Company 
abandonment, permitting the Alcolu Railroad Company to abandon, 
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as to interstate and foreign commerce, its entire line of railroad in 
Clarendon and Florence counties, S. C., approved. 

Report and order in F. D. No. 11162, Minneapolis & St. Louis Re. 
ceivers’ Certificates, granting authority to issue $1,185,000 of receivers’ 
certificates to renew or extend matured and maturing certificates of 
like principal amount, approved. 

Report and order in F. D. No. 11145, Genesee Falls Ry. Co. Control, 
(1) authorizing the acquisition by New York Central R. R. Co. of 
control of Genesee Falls Ry. Co. by acquisition of capital stock; and 
(2) approving and authorizing the merger of the properties of the New 
York Central Railroad Company and the Genesee Falls Ry. Co. into 
one corporation for ownership, management, and operation, approved, 


FINANCE APPLICATIONS 

Finance No. 11191, Sub. No. 1. Chicago & Erie Railroad Co. asks 
authority to execute and deliver a lease called the joint supplemental 
lease of 1936, between the Chicago & Western Indiana as lessor, and its 
five proprietary tenants, and to assume obligation and liability as a 
lessee in respect of $24,402,000 of series D first and refunding mortgage 
bonds issued by the Chicago & Western Indiana Railroad Co. by enter- 
ing into a proposed joint supplemental lease with that company as les- 
sor, whereby the applicant, with the other proprietary lines will agree 
to pay, as rental to the trustee under that mortgage securing such 
bonds, interest at the rate of 414 pr cent per annum, together with an 
annual sinking fund of $546,000 plus sums equal to the interest on the 
bonds acquired for the sinking fund through the sinking fund payments. 

Finance No. 11198. Minnesota Transfer Railway Co. asks for 
authority to issue $2,000,000 of first mortgage 3% per cent coupon bonds 
to be issued to retire $2,015,000 of its first mortgage 5 per cent gold 
bonds maturing August 1, 1946, but redeemable at any interest date 
prior to muturity at 10245 per cent. The applicant finds that the pres- 
ent market is favorable for the issuance of bonds at a lower rate of 
interest than the present issue. It proposes to use the proceeds from 
this bond issue and $63,831.06 cash in the sinking fund to refund the 
outstanding issue. 

Finance No. 10992, reorganization of the N. Y. N. H. & H. Ina 
supplement to their application for permission to act as a protective 
committee of the shareholders of the Old Colony Railroad, Francis R. 
Hart and his associates have notified the Commission that they have 
selected Robert G. Dodge as their counsel. He is also counsel for di- 
rectors of the Old Colony Railroad in the stock of which the protective 
committee is interested. The statement says he is to act as counsel so 
long as there is no conflict in interest between the Old Colony and the 
protective committee. The selection of Mr. Dodge, the supplement says, 
saves duplication of expense. 

Finance No. 11194. Boston & Maine ask authority to abandon 
operation of its Bristol branch from Franklin to Bristol, N. H., a 
distance of about 13 miles. The line was damaged by the recent 
tiood, according to the application, and the amount of traffic handled in 
recent years does not warrant the expense of its restoration. 

Finance No. 11195. Boston & Maine ask authority to abandon 
operation of that part of its Claremont branch from its Garrison 
station in Concord to Sunapee, N. H., a distance of about 37 miles. 
This part of the line, says the application, was damaged by the recent 
flood and the amount of traffic handled in recent years does not war- 
rant the expense of its restoration. 

Finance No. 11196. Boston & Maine ask authority to abandon 
about 2.5 miles of its Ashburnham branch extending from South Ash- 
burnham station to Ashburnham, Mass. 

Finance No. 11187. Union Pacific Railroad Co. and the Oregon 
Short Line Railroad Co. ask authority to buy the Pacific & Idaho 
Northern Railway Co. properties for $62,000 plus certain foreclosure 
expenses not exceeding $10,000, by buying the interest of the Meyer 
Rubber Co. in the Pacific & Idaho Northern. The Pacific & Idaho 
Northern is a short line which the Commission, in Finance No. 9422, 
Union Pacific Railroad Co. unification, said should be acquired by 
the Union Pacific. 

Finance No. 11188. Louisville & Nashville Railroad Co. and 
the Black Mountain Railroad Co. ask approval and authorization of 
a proposed conveyance by the Black Mountain of its property to the 
L. & N. The Louisville & Nashville owns all the capital stock of the 
Black Mountain except directors’ qualifying shares, and also all its 
bonds. The Black Mountain line is 8.26 miles long and its properties, 
devoted to common carrier purposes, are valued at $371,514.28. 

Finance No. 11189. Louisville & Nashville Railroad Co. and Cum- 
berland & Manchester Railroad Co. ask for approval and authoriza- 
tion for conveyance of the property of the Cumberland to the Louls- 
ville & Nashville. The latter owns the stock and obligations of the 
Cumberland, the common carrier properties of which are valued at 
$736,858.73. 

Finance No. 11190. Hickory Valey Railroad Co. asks authority 
to abandon part of its line extending from Endeavor to McDonalds, 
Pa., a distance of about 2.5. miles. The part of the line proposed 
to be abandoned originaly served a lumber industry no longer in 
operation. 


ELKINS ACT FINE 
A statement by Secretary McGinty says: 


The Commission is in receipt of information that Altman and 
Swartz, Inc., a produce firm located on the Niagara Frontier Food 
Terminal, was fined the sum of $2,500 on April 27, by Judge John 
Knight in federal court at Buffalo. This fine followed conviction of 
the defendant corporation in federal court at Buffalo on March 27, 
1936, for soliciting a rebate and concession in respect of the lawful 
freight rates in violation of section 1 of the Elkins act through the 
medium of filing a false loss and damage claim with the Western 
Pacitic Railroad Company on a carload shipment of tomatoes received 
by it at Buffalo and diverted to Albany, N. Y. The case was investi- 
gated by the Commission's Bureau of Inquiry. 
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ILLINOIS CENTRAL EXTENSION 


Should the Commission see fit to grant the application of 
the Illinois Central for permission to build the connections 
in Saline County, Ill., sought in finance docket No. 11039, the 
last large coal company now to endeavor to do business without 
at least one joint-line coal mine would be eliminated, accord- 
ing to testimony entered at the hearing on the application 
before Examiner W. J. Schutrumpf at Chicago, May 6. En- 
gineering, operating, and traffic witnesses for the Illinois Cen- 
tral described the proposed extension as requiring merely 
connections between the line of their railroad and those owned 
by the Rex Coal Company and between that line and abandoned 
rails of the Southern Illinois Railway and Power Company, in 
order to give mine No. 1 of the Wasson Coal Company an 
outlet to markets along the Illinois Central in Illinois in addi- 
tion to those on the C. C. C. and St. L. to which the product 
of that mine had access. The total length of the added Illinois 
Central operation would be just a little over three miles, it 
was testified. Engineering testimony was to the effect that the 
connections could be put in at a capital expense of about $7,000. 
Thereafter, it was testified, the maintenance of the additional 
mileage would cost about $2,000 a year. 

Witnesses for the Big Four opposed the granting of the 
application. They contended that the service their railroad 
was now offering the Wasson mine was sufficient to enable that 
company to market the coal produced there and saw no good 
that could derive from the addition of another coal outlet. 
They also contended that the Illinois Central capital estimates 
were too optimistic. Their contention was that it would cost 
more than was estimated to make the connections and that 
the abandoned electric line trackage was in such bad shape 
that the maintenance cost would be much higher than the 
$2,000 a year mentioned by opposing witnesses. 

One of the interesting things involved was the Rex com- 
pany’s mileage. That stretch of track was originally built by 
the Reding Coal Companv because the Big Four refused to 
build tracks to its mine. After it was built, the Reding com- 
pany sought an order to compel the Big Four to furnish a 
connection with its main line. The case was decided in favor 
of the coal company in 109 I. C. C., 55, but had to be taken 
to the U. S. Supreme Court before the railroad eventually 
made the desired connection. The application under hearing 
was simplified somewhat by the fact that, when building that 
track, the Reding company had agreed to let the Illinois Cen- 
tral use it in return for the privilege of crossing the Illinois 
Central's right of way. 


Cc. & O. FINANCING 


Authority to the Chesapeake & Ohio Railway Company to 
issue not exceeding 40,362,000 of refunding and improvement 
mortgage 3% per cent bonds, series D, to be sold at 97.5 per 
cent of par and accrued interest, and the proceeds applied to 
the redemption and retirement of funded debt, has been granted 
by the Commission, division 4, in a report and order in Finance 
No. 11173, Chesapeake & Ohio Railway Company bonds. 

The applicant will redeem at 110 per cent of par $35,088,000 


of series B 4% per cent bonds, on July 1; will pay at maturity’ 


on July 1 $756,000 of Raleigh & Southwestern Railway Com- 
pany first mortgage 4 per cent bonds, and refund $5,274,000 of 
series C bonds held in applicant’s treasury. 

The new series D bonds will mature May 1, 1996. They will 
have the benefit of a sinking fund which will be used to pur- 
chase the bonds if they can be purchased for par or less, or, 
if such purchase cannot be made, to the redemption of the 
bonds which are redeemable for the sinking fund on any inter- 
est date at 100 and accrued interest. 

The applicant has made arrangements for the sale of the 
series D bonds to Morgan, Stanley & Company, Inc., of New 
York, at 97.5 per cent of par and accrued interest. On this 
basis, said the Commission, the average annual cost of the 
proceeds to the applicant will be approximately 3.60 per cent. 
Continuing, the Commission said: 


In support of its proposed refunding operation, the applicant rep- 
resents that the difference between the interest requirements on the 
bonds to be retired and on the sries D bonds amounts to $196,530 per 
annum. This saving, it points out, almost provides the sinking-fund 
payments of $206,000 per annum, with the result that, at a compara- 
tively slight increase in its present outlay, it will, by means of the 
proposed refinancing, be able to retire the entire issue of proposed 
bonds at or before maturity. In further support of the proposal, the 
applicant sets forth the payments, both of principal and interest, which 
it would be called upon to make were this refunding not undertaken, 
consisting of the payment on July 1, 1936, of the principal of the 
Raleigh & Southwestern bonds, $756,000, the principal of the series 
B bonds on January 1, 1935, $35,088,000, and interest on the series B 
bonds at 4% per cent per annum from July 1, 1936, to January 1, 1995, 
58% years, $92,369,160, a total of $128,213,160; while for the proposed 
series D bonds it shows interest on those outstanding in the hands of 
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the public, at 3% per cent per annum, May 1, 1936, to May 1, 1996, 
$56,758,200, interest on series D bonds acquired for the sinking fund, 
at 3% per cent per annum from date of acquisition to May 1, 1996, 
$28,002,000, and sinking-fund payments at the rate of $103,000 on each 
interest date beginning November 1, 1936, and ending May 1, 1996, 
$12,360,000, a total of $97,120,200. The difference between the total 
amounts given is $31,092,960, but this saving would be reduced to some 
extent because of a duplication in interest to July 1, 1936, estimated 


to amount to approximately $235,445 and the éxpenses of the refunding 
estimated at $137,000. 


The Guaranty Trust Company, New York, trustee under 
the first terminal and unifying mortgage of St. Louis South- 
western Railway Company, was enjoined from accelerating the 
maturity of 21,638,000 of bonds issued under the mortgage, 
by an order, entered May 5, by Federal Judge Charles B. 
Davis at Cape Girardeau, Mo. Berryman Henwood, trustee 
of the Cotton Belt, filed a petition, April 11, making the re- 
straining order and a temporary order was entered on the 
same day. The case was argued on April 21. The permanent 
order followed. According to Andrew H. Kiskaddon, counsel 
for the trustee of the railroad, this was the first action of its 
kind taken in a railroad bankruptcy proceeding. Had the 
trust company been allowed to declare the principle and to be 
due and payable immediately, instead of in 1952, the provi- 
sion of the mortgage allowing demands for payment in foreign 
currencies might have increased claims on the bonds to $36,- 
637,000, an increase of nearly 70 per cent, he said. 

In granting the permanent injunction, Judge Davis said 
that to allow the acceleration of the maturity of the bonds at 
the present time would delay the preparation and carrying out 
of a plan of reorganization for the Cotton Belt. He said also 
that such acceleration would, in effect, create a number of 
different classifications of bondholders, contrary to the provi- 
sions of the bankruptcy act, and that it would deprive the 
court of its powers and jurisdiction under the act. 

M. Kiskaddon and Carleton S. Hadley presented the case 
for the railroad. Guy A. Thopmson and Malcolm Fooshee rep- 
resented the trust company. 





FRISCO LINE BETTERMENTS 


Capital expenditures for additions and betterments to 
property on the St. Louis-San Francisco in 1935 were $4,520,000. 
according to preliminary figures from the annual report of 
that railroad, be made public within ten days. Together with 
interest and reductions in the funded debt, the railroad spent 
in 1935 $12,966,200 more than the money required for operat- 
ing expenses and taxes. The entire sum was paid out of the 
railroad’s own funds without resorting to borrowed capital. 





M. & ST. L. RECEIVERS’ CERTIFICATES 


The Commission, by division 4, by means of a _ supple- 
mental order in Finance No. 10982, Minneapolis & St. Louis 
Railroad Co. receivers’ certificates, has modified its order of 
October 30, 1935, authorizing the receivers of the Minneapolis 
& St. Louis to issue not exceeding $1,185,000 of receivers’ cer- 
tificates, so as to limit the amount of such certificates that 
may be issued thereunder to $590,000. The Commission made 
this change because the prior authority had not been exercised 
and because request to issue certificates had been included in 
a subsequent applicatidh, Finance No. 11162. The certificates 
authorized were and are to be used in renewal or extension 
of certificates heretofore issued. 





SOUTHERN ABANDONMENT 

The Commission, by division 4, in Finance No. 10859, 
Southern Railway-Carolina Division et al. abandonment, has 
authorized the Southern Railway-Carolina Division to abandon 
a branch extending from Sumter Junction to Sumter, S. D., 
a distance of 15.8 miles and the Southern Railway, lessee, to 
abandon operation. The application was granted on condition 
that an interchange connection be established between the 
Southern and the Atlantic Coast Line at Foxville to take care 
of the present and prospective traffic in the territory west of 
Sumter. The Commission said that Sumter was served by 
three lines of the Atlantic Coast Line and one of the Seaboard 
Air Line and that it was apparent that the transportation needs 
of Sumter could be taken care of by those lines without the 
service of the branch of the Southern. 


COMMISSION ORDERS 
No. 27308, McAlister Coal Co. et al. vs. Atlantic City Railroad 
et al. On their petition Stanley L. Atherton, John F. McCrystle and 
George A. F. Walter, trading as Atherton Coal Co., dismissed as 
parties. 
No. 27368, Georgia Public Service Commission vs. Alabama Great 
Southern et al. Kroger Grocery & Baking Co. permitted to intervene. 
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No. 26523, Swift & Co. vs. Union Pacific et al., a sub-number there- 
under, Armour & Co. et al. vs. Same; No. 26639, Cudahy Packing 
Co. et al. vs. A. T. & S. F. et al.; and No. 26757, Seymour Packing 
Co. vs. A. T. & N. et al. Order entered November 21, 1935, as sub- 
sequently modified to become effective on June 1, 1936, futher modified 
to become effective on June 1, 1936, on not less than 10 days’ instead 
of 30 days’ notice. 

No. 20251, J. Allen Smith & Co., Inc., vs. Southern et al. Order 
entered on February 21, 1936, which was by its terms made effective 
on or before June 4, 1936, on not less than 30 days’ notice, modified 
to become effective on August 4, 1936, on not less than 30 days’ 
notice instead of June 4, 1936. 

Finance No. 11093, applicafion of Monongahela Railway for cer- 
titicate of public convenience and necessity permitting abandonment 
of its Parshall Branch in Fayette County, Pa. Application of the Mon- 
ongahela Railway dismissed without prejudice at request of applicant. 

No. 26285, Thomas Keery Co., Inc., et al. vs. N. Y. O. & W. et al. 
Order entered November 14, 1935, as subsequently modified to become 
effective April 4, 1936, and as further modified to become effective 
June 3, 1936, on not less than 30 days’ notice, further modified so 
as to become effective June 3, 1936, on not less than 15 days’ notice. 

Ex Parte No. 104, part 2, Minnesota By-Products Coke Co. ter- 
minal allowance. Petition of the Koppers Gas & Coke Co., successor 
in interest to Minnesota By-Products Coke Co., dated March 12, seek- 
ing reopening, recczsideration, and further hearing in view of changed 
conditions and modification of order of June 24, 1935, so far as it 
affects its plant at St. Paul, Minn., denied. 

No. 9200, railway mail pay. Proceeding reopened for reexamina- 
tion and such further hearing as the Commission may direct as to 
the facts and circumstances in respect of the transportation of the 
mails and services connected therewith by the Tallulah Falls Rail- 
way Co. 


SUSPENDED TARIFFS 

In I. and S. No. 4199, the Commission has suspended from 
May 7 until December 7 schedules in supplements Nos. 9, 11 
and 12 to Louisville & Nashville, I. C. C. No. A-16265. The 
suspended schedules propose to cancel joint rates and through 
routes via the Chicago, South Shore and South Bend Railroad 
applicable on coal, in carloads, originating at points on the 
L. & N. R. R. in eastern Kentucky when destined to points 
on the following western lines: C. G. W.; C. & N. W.; C. B. & 
Q.; W. C. F. & N.; C. M. St. P. & P.; C.R. 1. & P.; C. St. P. M. 
& O. 

In I. and S. No. 4197, the Commission has suspended from 
May 3 until December 3 schedules in supplement No. 22 to 
Peel’s I. C. C. No. 2731. The suspended schedules propose to 
increase rates on grain, grain products and related articles, car- 
loads, from Texas points to destinations on the Louisiana & 
Arkansas Ry., east of the Mississippi River. The following is 
illustrative: 


From Dallas, Texas, to Sorrento, La., present rate 31, proposed 
rate 45; from Dallas, Texas, to Gramercy, La., present rate 31, pro- 
posed rate 46%. 


In I. and S. No. 4198, the Commission has suspended from 
May 2 until December 2 schedules in supplements Nos. 22 and 
23 to Louisville & Nashville I. C. C. No. A-15798, supplements 
34 and 35 to Pope’s I. C. C. No. 1770 and supplements 36, 37 
and 39 to Pope’s I. C. C. No. 1797. The suspended schedules 
propose a revision of rates on coke, coke breeze, coke dust and 
coke screenings, in carloads, from Chattanooga, Tenn., Birming- 
ham, Ala., and other Southern origins to destinations in Central 
territory which would result in both increases and reductions. 


PETITIONS FOR REHEARING, ETC. , 

Finance No. 10693, Norfolk & Western Railway Co. construction 
(Buchanan branch). Norfolk & Western asks the Commission to extend 
until December 31, 1938, the time within which it may complete the 
construction of extensions of its line in Buchanan county, Va. 

No. 27067, George Allison & Co. et al. vs. Norfolk Southern et al. 
Complainants ask for feopening solely for the purpose of establishing, 
by documentary evidence, the fact that the carriers declined to adjust 
overcharge claims and that formal complaint was filed with the Com- 
mission within six months after such carrier declination. 

No. 26868, Keyes Railway Committee et al. vs. Beaver, Meade & 
Englewood et al., and a sub-number thereunder, Same vs. Elkhart & 
Santa Fe et al. Elkhart & Santa Fe and the Atchison, Topeka & Santa 
Fe ask for reconsideration of the decision of division 3 of March 4, 
1936, to the end that complaint in this case be dismissed. 

No. 25699, Southern Natural Gas Corporation et al. vs. Alton & 
Southern et al. Defendants, except the Mobile & Gulf ask for re- 
consideration of the Commission’s decision of February 11, 1936. 

1. and S. No. 4012, paper stock in official territory. Defendants 
ask for modification of the Commission’s order dated March 11, 1936. 

No. 26992, emergency freight charges within Georgia. Seaboard 
Air Line, Central of Georgia, Savannah & Atlanta, and Georgia & 
Florida ask for modification of order dated January 29, 1936. 

No. 22907, industrial sand cases, 1930, and No. 25900, National 
Radiator Corporation vs. Wabash et al. Complainant asks for reopen- 
ing, rehearing, and reconsideration. 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Shell Petroleum Cor- 
poration, an intervener, asks for reopening for rehearing or recon- 
sideration. 
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No. 8819, West Coast Lumbermen’s Association, Hoquiam Sash @ 
Door Co., et al. vs. Boston & Albany et al. Hoquiam Sash & Door 
Co. and Schafer Bros. Lumber & Shingle Co. ask for reopening and 
further hearing solely for the purpose of determining the amounts of 
reparation, if any, due to petitioners their assignors or assignees and 
such other relief as the Commission may deem meet and proper. 

No. 9922, Lake Charles Rice Milling Co. vs. Abilene & Northern, 
Director General et al. New Orleans Joint Traffic Bureau, intervener, 
asks for modification and vacation of order. 

No. 24304 and Sub. No. 1, Hildreth Granite Co. vs. Boston @ 
Maine et al. In its fourth petition complainant asks for reconsidera- 
tion and/or reargument on the question of reparation. 


EASTERN PASSENGER FARES 
The Traffic World Washington Bureay 


All eastern carriers except the Baltimore & Ohio filed 
tariffs May 2, in compliance with the Commission's order in 
No. 26550, passenger fares and surcharges, bringing their in- 
traterritorial fares to the basis ordered in that case, namely, 
two cents in coaches and three cents in Pullmans, effective 
June 1. The fares were published in agency tariffs. The Balti- 
more & Ohio published its fares a week before that time. 

Interterritorial fares were not filed at the time intrater- 
ritorial tariffs were sent to the Commission. It was understood 
that the western, southern and eastern carriers later would 
join in a request for permission to make such fares adjusted 
to the new basis in the east effective on less than 30 days’ 
notice. 

At the time the agency tariffs were filed it was understood 
that eastern railroads this summer would eliminate all summer 
school and convention fares but retain the summer tourist 
fares. The summer school fares, as a rule, are on the basis 
of 2.75 cents a mile in both day coaches and Pullmans. Under 
the new basis summer school fares, unless the carriers change 
their minds, will go up to three cents in Pullmans and down 
to two cents in coaches. 


Convention fares under the rules of the Commission may 
be filed or canceled on three days’ notice. Summer school 
fares are carried in tariffs on file with the Commission at this 
time but by their terms are not effective until well in the 
summer. An idea has been that carriers would ask special 
permission to eliminate such fares before they became effec- 
tive and explain to the public that the elimination was made 
on account of the order reducing the basic fares. 

Twenty-three eastern railroads in connection with the 
filing of their tariffs putting into effect passenger fares on 
the basis of two cents in coaches and three cents in Pullmans, 
June 1, formally served notice on the Commission that they 
denied the validity of its order requiring this reduction in 
passenger fares. The carriers giving that notice are the Ann 
Arbor, Bessemer & Lake Erie, Boston & Maine, Chesapeake & 
Ohio, Chicago & Erie, Delaware, Lackawanna & Western, 
Delaware & Hudson, Lehigh Valley, Erie, Long Island, Maine 
Central, New York, New Haven and Hartford, New York 
Central, New York, Susquehanna & Western, New York, Chi- 
cago & St. Louis, New York, Ontario & Western, Pittsburgh 
& Lake Erie, Pennsylvania, Pennsylvania-Reading Seashore 
Lines, Pere Marquette, Rutland, Wabash, and New Jersey & 
aes York. In their formal notice to the Commission, they 
said: 


The carriers set forth in the attached list on their own account or 
through agents are filing tariffs revising their passenger fares in ac- 
cordance with the provisions of the Commission’s order in No. 26550, 
passenger fares and surcharges. The carriers in so filing the tariffs 
do not thereby admit, but on the contrary deny, the validity of the 
said order and it is their intention to institute legal proceedings to 
test the validity thereof. These tariffs are being filed under duress of 
the Commission's order and in order to escape the penalties provided 
in the interstate commerce act for failure to comply with an order of 
the Commission during the pendency of said proceedings. The carriers 
respectfully file this formal protest and reserve their rights either in 
this proceeding or in other proceedings to apply for relief from the 
Commission’s order. 


Unofficial advices received by the Commission respecting 
passenger fares, intrastate, in eastern states was to the effect 
that in New Hampshire the Boston & Maine, the Maine Central 
and the Grand Trunk had filed schedules effective at the same 
time that the reduced interstate fares were to become opera- 
tive. It also heard that the tariffs of the Boston & Maine 
and the Maine Central were dated to expire August 29, sug- 
gesting that those carriers had a hope, if not a belief, that the 
courts would give relief from the Commission’s order by that 
time or would deny relief so that by the end of August they 
would know what they had to do about the matter. 

Information of the same character was to the effect that 
the carriers had filed fares on the reduced basis in Pennsyl- 
vania also effective at the beginning of June. There was no 
information as to whether the tariffs were limited with an 
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expiration date or were “wide open” as tariffs without an 
expiration date were called. 

The Magma Arizona Railroad Co. has filed a petition in 
No. 26550, passenger fares and surcharges, to be excepted from 
the Commission’s order of February 28 requiring the estab- 
lishment of passenger fares on the basis of 2 cents in coaches 
and 3 cents in Pullmans, if the order in that case is applicable 
to it. The carrier says it is in doubt on that point. Its pas- 
senger revenue in 1935, it points out, was only $18.39 as com- 
pared with approximately $109,000 other revenues. The line 
extends from Magma to Superior, Ariz., a distance of about 28 
miles, and connects with the Southern Pacific. 

The Commission has waived its tariff publishing rules so 
as to permit eastern railroads to cancel summer school fares 
which were on a basis less than the maximum fare prescribed 
in the passenger fare case. The school fares which are to be 
canceled are on the basis of about 2.75 a mile. 

The Baltimore and Ohio having served notice on other 
eastern carriers that it would continue its summer tourist fares 
and Sunday excursions notwithstanding the reduction in basic 
passenger fares other eastern railroads have decided to con- 
tinue such fares. 

Under the rules of the Commission the carriers have the 
power to cancel excursion fares such as are frequently made 
for convention purposes on three days’ notice in such in- 
stances where the reduced fares are not to be effective for 
30 days or more. 

Tariffs of eastern railroads, putting into effect fares on 
the basis ordered by the Commission, are dated to be operative 
June 1. They could have dated them to be effective June 2 and 
still be in compliance with the Commission’s order. They 
elected, however, to date them to be operative June 1. The 
Commission’s order required the rates to be made effective not 
later than June 2. 

The Long Island has renewed its effort to have the Com- 
mission modify its order in the passenger fare case so as to 
have its fares on a basis different from that prescribed for 
other railroads in the eastern district. In a second petition 
in the case the Long Island asks that the proceeding be -re- 
opened for further consideration on the record and a modifi- 
cation of the order of February 28 so as to authorize it to 
establish and maintain basic passenger fares in both Pullmans 
and coaches on the basis of not less than 3 cents a mile. The 
carrier also asks the Commission to modify its thirteenth 
section order in No. 11623, wherein the Commission put New 
York state fares on the interstate basis so that the basic fares 
on the Long Island for intrastate transportation in both Pull- 
mans and coaches be put on a 3 cents a mile basis. 

Much of the material in this petition for modification was 
contained in the first petition. In the second petition the car- 
rier amplifies arguments made in the first and presents addi- 
tional statistical data. The Long Island, the petition declares, 
differs practically from all other important carriers of pas- 
sengers in that 99.3 per cent of its passenger revenues are 
derived from traffic handled in coaches. Nearly three-fourths 
of the Long Island revenues are derived from passenger traffic. 
The carrier declares that in view of the fact that it now main- 
tains between all stations a daily round trip ticket at 2.3 cents 


a mile, a basic coach fare of 2 cents a mile, cannot be ex-’ 


pected to stimulate additional traffic. The carrier says that 
if able to maintain a basic fare of 3 cents, without increasing 
the 2.3 cent ticket, its revenue loss will be about $200,000, 
but if the prescribed interstate basis were applied both state 
and interstate its loss would be $1,700,000 annually. The car- 
rier points out that its trains have a high percentage of seat 
occupancy and says that if a lower basis of fares attracted 
additional passengers expenses would rise because of the 
necessity of operating more equipment. 

The carrier said that although the volume of its inter- 
state passenger business was small the Commission’s order 
relating to interstate fares directly or indirectly involved seri- 
ous consequences to it, on account of New York laws. To.make 
certain the continued rendition of adequate service by the 
Long Island, the petition says the Commission’s order should 
be so modified as to insure the maintenance of a maximum 
basic fare in coaches of not less than 3 cents for state and 
interstate travel. 


RAIL CREDIT CORPORATION 
___E. G. Buckland, president of the Railroad Credit Corpora- 
tion, authorizes the following statement: 

The Railroad Credit Corporation will make a liquidating dis- 
tribution to participating carriers on May 15, 1936, of $4,415,284, or 
six per cent of the contributed fund. Of this amount $2,367,617 will 
be in cash and $2,047,667 will be credited on carriers’ indebtedness 
to the corporation. 

This will be the twenty-seventh distribution that has been made 
Since liquidation began June 1, 1933, and will bring the total to 
forty-nine per cent of the fund administered by the Railroad Credit 
Corporation, or $36,058,154. Of this total $17,122,512 will have been 
returned in cash and $18,935,642 in credits. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(Supreme Court of Oregon.) Statute requiring Public 
Service Commission to order carrier to pay party complain- 
ing of charges as unreasonable sum found to have been un- 
lawfully imposed or collected after hearing on complaint held 
to authorize public utilities commissioner to award reparation 
to shippers damaged by application of unjust and unreasonable 
rates, but not to shippers complaining only of overcharges 
(Code 1930, secs. 62-103, 62-111, 62-125, 62-126). (Oregon- 
Washington R. & Nav. Co. vs. McColloch, 55 Pac. Rep. (2d) 
1133.) 

Court’s construction of Interstate Commerce Act as per- 
mitting Interstate Commerce Commission to determine amount 
of reparations awarded shippers for overcharges held not to 
require similar construction of state reparation statute, which 
is not as broad and comprehensive as federal act, though con- 
taining several similar provisions (Code 1930, secs. 62-126 to 
62-128; Interstate Commerce Act, secs. 8, 9, 13(1), 16(1-3), 
49 U. S. C. A., secs. 8, 9, 13(1), 16(1-3) ).—Ibid. 

Statute authorizing public utilities commissioner to order 
reparations by carriers to shippers charged unreasonable rates 
and determine amount thereof, is limited to instances in which 
administrative function or discretion is involved and does in- 
clude cases of which court has jurisdiction without prior find- 
ing or order by commissioner as to reasonableness of rate 
(Code 1930, sec. 62-126).—Ibid. 

Public utilities commissioner’s jurisdiction is limited, and 
his authority must affirmatively appear from law creating his 
office and defining his powers (Code 1930, sec. 62-126 et seq.). 
—Ibid. 

Complaint in carrier’s suit to set aside public utilities com- 
missioner’s order, declaring certain rates and practices un- 
reasonable, for want of evidence of their unreasonableness, 
held to allege sufficient facts to constitute cause of suit (Code 
1930, secs. 62-103, 62-111, 62-126, 62-136). 

The complaint alleged that order was arbitrary, unrea- 
sonable and unlawful and should be declared void because 
defendant shippers’ only claims in proceeding before commis- 
sioner were based on contention that rates exceeding those 
prescribed by applicable tariffs were overcharges, no evidence 
was offered on question of reasonableness of rates collected 
or claimed to be applicable, shipments were part of interstate 
or foreign shipments, rates collected were lawfully prescribed 
by Interstate Commerce Commission, complaint was not filed 
with Public Service Commission within statutory time as re- 
spects claims based on part of shipments, and order did not 
identify claims allowed and disallowed.—Ibid. 

Equity court has no jurisdiction to set aside public util- 
ities commissioner’s order, awarding reparation to shipper 
charged unreasonable -rates by carrier; statute subjecting 
commissioner’s determination of unreasonableness of rates to 
review in court being inapplicable (Code 1930, secs. 62-103, 
62-111, 62-126, 62-136).—Ibid. 

Fact that shippers, complaining of unreasonable rates 
charged by carriers, were grain brokers or dealers purchas- 
ing grain on basis of market prices at place of delivery, less 
freight charges thereto, did not bar their right to reparation 
(Code 1930, sec. 62-126).—Ibid. 

Demurrer filed by all defendants jointly to complaint 
should be overruled, if complaint is good as to any defendants. 
—Ibid. 

Complaint in carriers’ suit against public utilities com- 
missioner and certain shippers to set aside commissioner’s 
reparation order, obtained by such shippers, for repayment 
of unreasonable charges, held not demurrable as improperly 
uniting several causes of suit (Code 1930, sec. 62-126).—Ibid. 


EXPLOSIVES REGULATIONS 


A formal conference will be held, May 26, at the rooms 
of the Bureau of Explosives, 30 Vesey Street, New York, on 
proposals for amendments to the Commission’s regulations cov- 
ering explosives and other dangerous articles, effective Octo- 
ber 1, 1930, received by that bureau since the last conference 
which was held January 28. Twenty-five proposals have been 
placed on the bureau’s docket. 

The first proposal, made by the Bureau of Explosives, is 
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an amendment to the Commission’s regulations so that con- 
tainers made in compliance with the Canadian regulations may 
be permitted for transportation in the United States. That 
is a reciprocal move. There is now before the Canadian au- 
thorities, according to the announcement of the Bureau of 
Explosives, a proposed revision of the Canadian regulations and 
among the items in that proposed revision is a paragraph that 
has been recommended for inclusion in the United States regu- 
lations. 

The proposal amounts to a recommendation that containers 
made in accordance with Canadian regulations may be used in 
the United States and that containers made in accordance with 
United States specifications may be used in Canada. 

The other proposals listed for consideration were docketed, 
about half and half by the Bureau of Explosives, acting as 
an agency for the railroads, and shippers of explosives and 
other dangerous articles. 

The conference to follow this one will be held October 6, 
says the announcement of the bureau. All items for inclusion 
in that conference docket, the bureau announcement says, must 
be received at 30 Vesey Street, not later than September 7. 

Among the matters to be considered is a proposal to amend 
the explosives regulations so that containers made in compliance 
with Canadian regulations may be permitted for the transporta- 
tion of explosives into the United States from Canada. Accord- 
ing to the announcement of the conference, there is now before 
the Canadian authorities a proposal to amend their regulations 
so as to accord the same privilege to explosives moving into 
that country from the United States. Specifically, the bureau 
will have before it at the conference a proposal to amend 
paragraphs 9 and 611 of the freight rules and paragraph 7 of 
the express rules, by the addition of the following: 


Specification containers made and maintained in full compliance 
with corresponding specifications prescribed by the Board of Railway 
Commissioners for Canada in its regulations for the transportation of 
explosives and other dangerous articles by freight and specifications for 
shipping containers and marked in accordance therewith, C. R. C., etc., 
may be used for shipments of explosives and other dangerous articles 
under the Commission's regulations. 


Other items among the 25 to be considered at the confer- 
ence include revisions in the packing rules for dynamite, a 
proposal to exempt non-spillable storage batteries from the re- 
strictions usual to storage batteries, and a number of proposals 
for minor revisions of the rules put forward by shippers of 
explosives and dangerous articles. 


GRAIN TO C. F. A. TERRITORY 


Ancient rivalries between shippers of grain in the north- 
west, on the one hand, and those in the so-called trans-Mis- 
sissippi territory, on the other, were again aired at a hearing 
in several cases before Examiners Mackley and Hall in Chi- 
cago beginning May 5. The hearing was expected to last a 
fortnight. The cases under consideration were: 





15037, Southwestern Millers’ League et al. vs. A. T. & S. F. et al. 
24676, Minneapolis Traffic Association et al. vs. Ann Arbor et al. 
24799, Southwestern Millers’ League vs. A. and S. et al. 

24802, Duluth Board of Trade et al. vs. Ann Arbor et al. 


Fourth Section Application 16035, proportional rates on grain and 
grain products to central territory. 


The issues in the series of cases divided themselves fairly 
accurately along two lines. In the first instance, there was an 
allegation of unreasonableness involving the eastern factor of 
the through rates on grain and grain products from the North- 
west to C. F. A. point, and in the second the allegation of 
unreasonableness in the spread of the western factors of those 
rates as between Minneapolis and other northwest origin points, 
on the one hand, and Kansas City and other Missouri River 
points, on the other. 

The case did not get as far as the second of these major 
allegation in the first week of hearing. F. B. Townsend, direc- 
tor, Minneapolis Traffic Association, was the principal witness 
so far as the first mentioned allegation was concerned. Testi- 
fying for the complainants in No. 24676, he said that the 
eastbound proportional out of Chicago on through rates from 
the Northwest was not only unreasonable but was prejudicial 
against northwestern shippers. Typical of the situation against 
which he objected was the proportional from Chicago to 
Detroit on the northwest traffic of 154% cents as compared with 
the proportional for the same movement on trans-Mississippi 
traffic of 11% cents. He went exhaustively into the history of 
the adjustment and introduced much traffic and rate testi- 
mony. His suggestion as to the best way to cure the situation 
was for the Commission to remake the C. F. A. proportionals 
on the basis of the scales set for application in Western Trunk 
Line Territory in Docket 17000, part 7. Those scales should 
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be applied across C. F. A. Territory to Pittsburgh, where the 
present proportional of 19 cents should be preserved, so as to 
grade them into the Trunk Line scales, he said. 

D. L. Kelly, rate expert for the South Dakota commission, 
joined in Mr. Townsend’s plea for a readjustment of the east- 
bound proportional. He did not agree, however, with Mr. 
Townsend’s idea that the Chicago-Pittsburgh proportional of 
19 cents was not too high. However, he refused to answer a 
question from Examiner Hall as to how he would like to see 
the proportionals refigured, insisting that he did not care about 
expressing a view on that point until after he had heard what 
the railroads proposed to do on that point. Mr. Kelly insisted 
that, in the last analysis the producer of the grain bore the 
freight charges regardless of the market to which the products 
of that grain might finally be shipped. When an objection was 
raised as to his qualifications to speak for the producers, he sa‘d 
he was himself a practical farmer and knew whereof he spoke. 
He said that prices at the markets were fixed by the net returns 
on the products at consuming points after the freight was 


deducted and that, therefore, the producer got only what was 
left. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first three 
months of 1936 had a net railway operating income of $104,- 
564,978, which was at the annual rate of return of 2.11 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Asso- 
ciation of American Railroads. In the first three months of 
1935, their net railway operating income was $86,366,523 or 
1.73 per cent on their property investment, according to the 
bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first three months of 1936 
is based on reports from 140 Class I railroads representing a total of 
237,057 miles. 

Gross operating revenues for the first three months of 1936 totaled 
$907,861,226 compared with $800,017,238 for the same period in 1935, 
an increase of 13.5 per cent. Operating expenses for the first three 
months of 1936 amounted to $704,263,531 compared with $624,719,489 
for the same period in 1935, an increase of 12.7 per cent. 

Class I railroads in the first three months of 1936 paid $68,647,464 
in taxes compared with $59,714,984 in the same period in 1935 or an 
increase of fifteen per cent. For the month of March alone, the tax 
bill of the Class I railroads amounted to $25,847,032, an increase of 
$5,768,718 or 28.7 per cent above the same month in 1935. 

Thirty-four Class I railroads failed to earn expenses and taxes in 
the first three months of 1936, of which twelve were in the Eastern 
District, five in Southern and seventeen in the Western District. 

Class I railroads for the month of March alone had a net railway 
operating income of $35,205,513, which, for that month, was at the 
annual rate of return of 1.78 per cent on their property investment. 
In March, 1935, their railway operating income was $38,129,871 or 1.91 
per cent. 

Gross operating revenues for the month of March amounted to $308,- 
303,721 compared with $280,890,307 in March, 1935, an increase of 9.8 
per cent. Operating expenses in March totaled $236,578,646 compared 
with $212,724,302 in the same month of 1935, or an increase of 11.2 
per cent. 

Eastern District 

Class 1 railroads in the Eastern District for the first three months 
in 1936 had a net railway operating income of $71,309,708 which was at 
the annual rate of return of 3.03 per cent on their property investment. 
For the same period in 1935, their net railway operating income was 
$68,662,944 or 2.89 per cent on their property investment. Gross oper- 
ating revenues of the Class I railroads in the Eastern District for the 
first three months in 1936 totaled $469,732,133, an increase of 10.8 per 
cent, compared with 1935 while operating expenses totaled $350,548,548, 
an increase of 12.5 per cent above the same period in 1935. 

Class I railroads in the Eastern District for the month of March 
had a net railway operating income of $19,230,842 compared with $26,- 
731,166 in March, 1935. This decrease in March this year compared 
with the same month in 1935 was largely due to flood conditions in the 
Eastern region. 

Southern District 

Class I railroads in the Southern District for the first three months 
of 1936 had a net railway operating income of $17,166,920 which was 
at the annual rate of return of 2.05 per cent on their property invest- 
ment. For the same period in 1935, their net railway operating in- 
come amounted to $12,516,361, which was at the annual rate of return 
of 1.48 per cent on their property investment. Gross operating rev- 
enues of the Class I railroads in the Southern District for the first 
three months in 1936 amounted to $121,589,785, an increase of 14.1 per 
cent compared with the same period in 1935, while operating expenses 
totaled $92,539,194, an increase of 10.3 per cent. ; 

Class I railroads in the Southern District for the month of March 


had a net railway operating income of $7,131,540 compared with $5,- 
878,805 in March, 1935. 


Western District 
Class I railroads in the Western District for the first three months 


Vol. LVII, No. 19 


in 15 
at tl 
mont 
ating 
0.29 
Wes! 
to 3 
1935, 
per | 


ern ] 
pare 


Tota 
Tota 
Taxe 
Net 

Oper 
Rate 


Tota 
Tota 
Tax 
Net 

Ope! 
Rate 


roa 
pub 
ass¢ 


roat 
par 
acct 


com 
elec 
tric 


69 


wel 
the 
the: 


mo 
but 
pla 
in 


inc 





I, No. 19 


vhere the 
so as to 


mmission, 
the east- 
with Mr. 
‘tional of 
answer a 
ke to see 
are about 
ard what 
y insisted 
bore the 
- products 
ction was 
"s, he sa‘d 
he spoke. 
et returns 
sight was 
what was 


irst three 
of $104,- 
1 per cent 
ed by the 
the Asso- 
months of 
566,523 or 
ng to the 


t as shown 
; and cash. 
1e payment 
ore interest 


ths of 1936 
- a total of 


1936 totaled 
od in 1935, 
first three 
$624, 719,489 


. $68,647,464 
1935 or an 
ne, the tax 
increase of 


nd taxes in 
the Eastern 
istrict. 

net railway 
was at the 
investment. 
,871 or 1.91 


ted to $308,- 
rease of 9.8 
6 compared 
2ase of 11.2 


nree months 
hich was at 
investment. 
income was 
Gross oper- 
‘rict for the 
of 10.8 per 
35. 

th of March 
d with $26,- 
ir compared 
itions in the 


hree months 
} which was 
verty invest- 
perating in- 
te of return 
erating rev- 
for the first 
of 14.1 per 
ng expenses 


th of March 
ed with $5,- 


hree months 








CU eee ra : be ee ; 
FP PV RAa Ee Teer te Lee ae ° 


. The Traffic World 


jn 1936 had a net railway operating income of $16,088,350, which was 
at the annual rate of return of 0.91 per cent. For the same three 
months in 1935, the railroads in that district had a net railway oper- 
ating income of $5,187,218, which was at the annual rate of return of 
0.29 per cent. Gross operating revenues of the Class I railroads in the 
Western District for the first three months’ period in 1936 amounted 
to $316,539,308, an increase of 17.5 per cent above the same period in 
1935, while operating expenses totaled $261,175,789, an increase of 13.9 
per cent compared with the same period in 1935. 

For the month of March alone, the Class I railroads in the West- 
ern District reported a net railway operating income of $8,843,131 com- 
pared with $5,519,900 for the same roads in March, 1935. 


Class | Railroads, United States, Month of March 


Per cent 
1936 1935 Increase 
Total operating revenues ........... $308, 303,721 $280,890,307 9.8 
Total operating expenses .......... 236,578,646 212,724,302 11.2 
Cn aes haw aiid eekbe kN dy acce at whe 25,847,032 20,078,314 28.7 
Net railway operating income ..... 35,205,513 38,129,871 ps 
Operating ratio—per cent ......... 76.74 75.73 
Rate of return on property invest- 
ee ga RAS veer 1.78 1.91 
Three Months Ended March 31 
Per cent 
1936 1935 Increase 
Total operating revenues ........ $907,861,226 $800,017,238 13.5 
Total operating expenses .......... 704, 263,531 624,719,489 12.7 
RN | 5a le Sia cc chide ine ke 9.6 s6n ka oe 68,647,464 59,714,984 15.0 
Net railway operating income ..... 104,564,978 386, 366,523 21.1 
Operating ratio—per cent ......... 77.57 78.09 an 
Rate of return on property invest- 
ment—per cent ...........ec00. 2.11 1.73 


*Decrease. 


BUYING BY RAILROADS 


“Renewed railroad buying in anticipation of improved rail- 
road traffic in reflected in a report on equipment orders made 
public by the Association of American Railroads,” says the 
association. 

New freight cars of all types on order by the Class I rail- 
roads of the United States totaled 13,562 on April 1, 1936, com- 
pared with 482 cars on order at the same time last year, 
according to the association, which adds: 


New steam locomotives on Order April 1, this year, totaled 52 
compared with one on the same date last year. Twenty-four new 
electric locomotives were on order this year, compared with 61 elec- 
trics on order April 1, 1935. 

New passenger equipment on order April 1, this year, called for 
69 cars as against 76 cars on the same day last year. 

In the first three months of this year, 2,984 new freight cars 
were placed in service in this country compared with 568 cars in 
the corresponding three months of 1935. For the entire year of 1935 
there were 8,903 new freight cars placed in service. 

Three new steam locomotives were installed in the first three 
months this year compared with twelve in the same period last year, 
but none in the same period in 1934. On new electric locomotive was 
placed in service in the first three months of 1936 compared with 30 
in 1935 and 6 in 1934. 

Freight cars and locomtives leased or otherwise acquired are not 
included in the above figures. 


In addition to increased orders placed for new cars and locomotives, 


substantially larger sums have been authoribed this year for general. 


improvement work on track, bridges, structures and other equipment. 
Nearly twice as many tons of rail were ordered during the first three 
months of this year as in the first three months of 1935. 

Railroad purchases include more than 60,000 different items car- 
ried in stock for regular railroad operation. Among the more im- 
portant items are coal, of which the rialroads normally consume one- 
fourth of the year’s production; fuel oil, with a normal railroad con- 
sumption of one-fifth the production; forest products, with a normal 
railroad consumption of one-fifth; iron and steel, of which the rail- 
roads normally consume one-sixth the production, and cement, oil 
and greases, electrical supplies, paints and chemicals, stationery and 
printing, and many others. 

Railway purchases in 1935 aggregated $593,025,000, which was 
Slightly below the purchases in 1934 but considerably higher than 
those of 1933, according to report filed by the railroads with the 
Bureau of Railway Economics. This compares with the annual average 
of $1,100,000,000 for the twelve years 1923-1934, and $1,329,535,000 for 
the year 1929, the last year of full railroad activity. 

Railroad purchases for the past three years have averaged only 
one-half the twelve year average which may be taken as normal. 
eis reduction in buying is due not only to decreased requirements 
for every-day operation but to sharp curtailment of additions and 
betterments, resulting from reduced railway income. A continuance 
of the revival of purchases of rail and equipment experienced in the 
first quarter of 1936 necessarily depends upon the future trend of 
traffic and revenue. 


President Roosevelt said at his press conference May 8 
that, in discussions with industrial leaders on the employment 
question, it had been pointed out that, in the railroad equip- 
ment industry, there was opportunity for great increase in 
employment but that the principal difficulty was that railroads, 
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due to charges on their capital structure, were not in position 
to buy equipment. He said, in response to a question as to the 
government financing equipment purchases by the railroads, 
that the problem was not one of lending money to railroads, 
but, rather, of capital structure and charges. He said that 
problems was being studied. There was no intention of seek- 
ing legislation on the subject at this time, said he. 


DISMISSAL COMPENSATION 


The Traffic World Washington Bureau 


Representatives of railroads and organized railroad labor 
appeared this week to be headed toward placing their signa- 
tures on an agreement providing for dismissal compensation 
and other benefits for employes displaced as the result of co- 
ordination projects adopted by two or more carriers. They 
had resumed negotiations April 30. 

Early in the week the rail group, assisted by attorneys, 
and the labor group met separately to go over the terms of 
the proposed agreement with the view of later holding a joint 
conference for a meeting of minds as to the effect of what 
it was proposed to agree on. Though the joint committee had 
agreed on bases for compensating displaced employes, it was 
stated that there were other matters involved that had to be 
worked out. There are provisions in the agreement covering 
moving expenses of employes required to move and property 
losses where homes of workers would have to be sold. The 
compensation to be paid employes, under the agreement sub- 
scribed to by the joint committee, follows: 

Where the employe chooses lump sum dismissal pay, the 
bases are as follows: One year’s pay for employes having five 
or more years of service; nine months’ pay for those having 
three years and less than five; six months’ pay for two years 
and less than three; three months’ pay for one year and less 
than two; for less than a year, five days’ pay for each month 
in service. 

For employes who choose to retain their right to reem- 
ployment, the bases are as follows: For fifteen years’ service 
and over, 60 per cent of regular pay for sixty months; for ten 
years and less than fifteen, 60 per cent of pay for 48 months; 
for five years and less than ten, 60 per cent of pay for thirty- 
six months; for three years and less than five, 60 per cent for 
eighteen months; for two years and less than three, 60 per 
cent for twelve months; for one year and less than two, 60 
per cent for six months; for less than a year, two months’ 
full pay. 

Reopening of the negotiations between the committee rep- 
resenting the railroads—or, rather, most of them—and the 
committee representing organized railroad labor with a view 
to obtaining an agreement on dismissal compensation and other 
matters involved in demands of labor for protection of em- 
ployes displaced by coordination projects, followed communica- 
tion by H. A. Enochs, of the Pennsylvania Railroad, chairman 
of the carriers’ committee, with George M. Harrison, chairman 
of the Railway Labor Executives’ Association, and head of 
the labor committee, on the subject of reconvening the con- 
ference which was adjourned in New York April 9, according 
to information obtained as the result of inquiries as to how 
resumption of negotiations was brought about. 

Following the breaking off of negotiations in New York 
April 9, the inference was drawn from statements made at that 
time that both the management and labor groups had decided 
it was futile to contimue negotiations and that a situation 
existed that would be followed by intervention of President 
Roosevelt in accord with the request he made in his letter 
to both sides, under date of March 6, to the effect that before 
they permitted the effort to reach an agreement to fail “you 
confer jointly with me.” 

It has developed since that the.railroads group did not feel 
that the negotiations would not be resumed after the break 
of April 9 and that, in view of taking that position, J. J. Pelley, 
president of the Association of American Railroads, to whom 
the President addressed his letter to the railroad management 
group, did not write the President that the effort to reach 
an agreement had been unsuccessful. Mr. Harrison testified 
before the Senate interstate commerce committee in the hear- 
ing on the Wheeler-Crosser rail labor protection bill that he 
had advised President Roosevelt that the conferences had been 
definitely terminated. Mr. Pelley told the Senate committee at 
the same hearing that the management group was willing to 
go on with the conferences. 

The point that is emphasized by railroad management 
spokesmen in connection with the conferences is that they ex- 
pected them to be resumed and that, therefore, there was no 
occasion for President Roosevelt, in view of what he stated in 
his letter of March 6, to intervene. It is further stated by 
them that the President had nothing to do with the conferences 
being resumed. The carriers, in the main, having decided they 
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would accept the principle of dismissal compensation for em- 
ployes displaced by coordination projects of two or more car- 
riers, and being opposed to enactment of dismissal compensa- 
tion legislation, desired to talk further on the subject with 
labor and the conferences were resumed, according to the 
explanation made of their position in the matter. The move 
toward resumption of the negotiations was made following the 
meeting of the rail executives in Chicago April 20 when 
the management committee was authorized to act for the most 
of the roads. 

Involved in the situation is, of course, the Wheeler- 
Crosser bill which, as the railroads view it, is far more than 
simply a dismissal compensation bill because of the declara- 
tions of public interest therein and the application of it to 
activities of a single carrier, among other things. The sub- 
committee of the House committee on interstate and foreign 
commerce, handling the bill, has concluded its hearings and 
has reported the bill favorably to the whole committee. The 
Senate interstate commerce committee has not yet concluded 
its hearings on the bill, the last hearing having been held 
April 17. 

The assumption has been that if railroads and labor agree 
on dismissal compensation the Wheeler-Crosser bill will be 
dropped. That is the understanding members of Congress in- 
terested in the subject have had. 

However, owing to the fact that the committee represent- 
ing railroad management has not been authorized to represent 
all railroads, it has been intimated that labor would insist that 
the agreement reached be made applicable to all railroads by 
means of some legislative enactment. It is understood the 
management group will not agree to such a termination of the 
matter—that the agreement must take the place of legislation 
on the subject. 


Both the management and labor groups have indicated 
they preferred an agreement obtained on the basis of collec- 
tive bargaining to legislation on dismissal compensation. The 
labor group, it is understood, has been apprehensive lest pro- 
posed legislation urged by it were enacted and then be de- 
clared unconstitutional by the Supreme Court. 


When the Senate committee recessed its hearings on the 
Wheeler-Crosser bill it had yet to hear from R. V. Fletcher, 
general counsel of the Association of American Railroads, on 
the unconstitutionality of the bill. It also had yet to hear 
Coordinator Eastman on the bill. His attitude, though favor- 
able to dismissal compensation, is known to be critical of this 
particular bill. 


Agreement between the railroads and labor over compen- 
sation for labor displaced by coordination projects, according 
to the view of Coordinator Eastman, leaves him free to issue 
orders requiring terminal coordination in any or all the eleven 
cities covered by orders he had in contemplation before negotia- 
tions for an agreement were undertaken. He held up orders 
requiring coordination at the request of President Roosevelt, 
pending the outcome of the negotiations on dismissal com- 
pensation. 

Coordinator Eastman said that, in instances where the 
railroads had agreed to coordination as suggested in plans pre- 
pared by his staff, orders were not necessary; in instances 
where the railroads were opposed to the coordination plans, 
he suggested that orders by him probably would not be of 
much value, not because they would not be lawful, but 
because on June 16 the office of Coordinator would come to an 
end and there would be no one interested in enforcing an 
order. That statement, of course, was based on the assump- 
tion that Congress would not extend the term of the Coordina- 
tor. 


TRANSPORT IN PACIFIC NORTHWEST 


The Traffic World Washington Bureau 


Transportation development possibilities in the Pacific 
northwest are discussed in matter submitted to President Roose- 
velt by his National Resources Committee, of which Secretary 
of the Interior Ickes is chairman. Suggestions with respect 
to transportation are contained in what is called the staff re- 
port of the Pacific Northwest Regional Planning Commission. 

Eventually, says the staff report, the Pacific northwest will 
have intersecting east and west and north and south inland- 
water trunk lines. The east and west trunk will consist of tide- 
water and canalized Columbia and canalized lower Snake; the 
north and south trunk of the Puget Sound waterways, and the 
proposed Puget Sound-Columbia waterway, the lower Columbia 
and the lower Willamette, according to the report. Under the 
heading, “Transportation,” the staff report says: 


Transportation has been, is, and probably always will be a domi- 
nating factor in the economic and social life of the Pacific northwest. 
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The region may not be unique in that respect but the fact comes to 
the surface in any study of its resources and economics. 

It is a region of (a) few centers of population, (b) high produc- 
tion, (c) low consumption, and (d) long distance between points of 
production and points of consumption. Long distance to heavy con- 
suming markets and consequent high cost of transportation have been 
factors limiting the development of the Pacific northwest and restrict- 
ing the volume of its products. 

The principal commodities produced and those for which the 
region is peculiarly adapted, are, in most cases, products over which 
the producer has no control in setting prices. He must accept prices 
that are offered in markets outside the region and pay the transporta- 
tion cost to delivery point. 

It is no wonder, therefore, that the popular demand is and will con- 
tinue to be for lower transport cost. This may be secured by: 

(a) Shortening distances between producer and consumer through 
the creating of less circuitous land routes and routing; 

(b) Lowering the level of present land transport rates; and 
; (c) Making possible the full use of inland waterways for naviga- 
tion. 

The relation between cost of production and cost of transportation 
as affecting cost to ultimate consumer is intimate and obvious. It Is 
apparent that transportation cost is now too high a factor with re- 
spect to the products of this region. The problem of reaching an 
equable balance is one of growing importance. 

Continuous study is required by some agency which is in position 
to see objectivly the whole region in its relation to domestic and 
world trade. Such an agency should collect information concerning all 
new developments and trends in transport. It should be charged with 
responsibility for cooperating, coordinating, and advising in all the 
various matters of transport. 

Satisfactory transportation at lowest cost to carrier and shipper, 
with due regard for profit to the former and justice to the latter, is 
the goal toward which all study should be directed. 

A few items suggested for additional study are: (a) ‘‘Cargo’’ or 
‘*mass’’ movement of commodities adaptable to it; (b) the extended 
use of portable containers interchangeable between all methods of 
transport; (c) coordination of all methods of transport as to termi- 
nals, routing, scheduling, and rate-making; (d) concentration of rate 
making and tariff publishing; (e) elimination of useless parallel routes 
and circuitous routing; and (f) the elimination of any practices that 
obstruct the way to lowered cost. 

Inasmuch as there is so much potential hydroelectric power in 
the region, it seems probable that, eventually, railroads throughout the 
region will be electrically operated. Reserves of fuel oil, which the cost 
railroads generally use, are not inexhaustible. A detailed study of 
this subject could well be instituted now, not only from the stand- 
point of developing a customer for electric energy but to find out if 
the use of electric motive power would not reduce operating expenses 
so that in turn rates might be reduced. 

All principal trunk highways should be studied with a view to 
gradually converting them into more modern “‘limited motorways” 
for the sake of the many extremely important benefits that would 
accrue therefrom. 

In the waterway section the need for improvement of inland water- 
ways for navigation is stressed, but always with the expressed or 
implied provisions that the improvement must be followed by actual 
use of the improved channel, and at lower aggregate cost to shinper 
and carrier than can be attained by parallel land transport. 

There are sections in the appendixes* that briefly discuss the sub- 
ject of transmitting electric power by a common-carrier grid system, 
and suggesting careful study of its possibilities. 


In the future there will be much more work for transport agencies 
to perform in the Pacific Northwest region than there is today. 


The indirect reasons are: (a) An abundant supply of hydroelectric 
energy, only a part of which is now in course of development; (b) 
natural resource reserves of essential character, capable of sustaining 
production on a grand scale; (c) mild, moist climate, west of the Cas- 
cade Mountains, for all-year work and play, and particularly adapted 
to manufacturing, including textiles; (d) water available for irriga- 
ble areas of great extent and proven fertility, to produce maximum 
crops; (e) recreational areas and opportunities, of diverse, wholesome, 
and appealing character, interspersed throughout the entire region; 
(f) further improvement of waterways. 

The direct reasons are: (a) Increased production of manufactured 
and processed goods; (b) development of additional natural resources, 
as research and exploitation prove them economically available; (c) 
increase of population due to development activities now under way 
and planned; (d) increase of agricultural production as additional ir- 
rigable areas are put under water; (e) increased tourist travel at- 
tracted by recrational advantages of outstanding appeal; (f) increased 
trade with oriental and other foreign countries, as international con- 
ditions become stabilized. 

Recommendations 

There are recommended for further study or action, as economically 
justified : 

(1) Electrification of railroads in the region. 

(2) Elimination of grade crossings to fullest possible extent. 

(3) Cross-State rail line in central Oregon. 

(4) Rail line connecting Yakima Valley with lower Columbia 
River. 

(5) Highway connecting Missoula, Mont., with Lewiston, Idaho 
(Lewis and Clark Highway). 

(6) Highway connecting central Idaho with northern Nevada and 
California (Idaho-Oregon-Nevada Highway). 

(7) Roadways to Salmon River, Idaho, area. 


*Appendixes on file and available in offices of the Pacific Northwest 
Planning Commission and National Resources Committee. 
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(8) Highway connecting Enterprise, Oreg., with Ascotin, Wash. 

(9) Highway connecting Yakima Valley with Cowlitz Valley. 

(10) Conversion of principal trunk highways into modernized 
“limited motorways.”’ 

(11) Further improvement of Columbia, Snake, and Williamette 
Rivers for navigation. 

(12) Intracoastal canal connecting Puget Sound with Columbia 
River. 

(13) The establishing of a common-carrier grid system of electric 
transmission. 

(14) Study of the general services to which each method of trans- 
port is best adapted and their economic relation to each other. 

(15) Continuous study of the whole transportation subject from a 
national as well as regional viewpoint. 


The Pacific Northwest Regional Planning Commission is 
headed by Marshall N. Dana, chairman. It is composed of 
the chairmen of the state planning boards in Idaho, Montana, 
Oregon and Washington and the district chairman of the Na- 
tional Resources Committee. 

Immediate creation by the present Congress of a federal 
corporate power agency in the Columbia basin and early con- 
sideration of other development problems are recommended by 
the National Resources Committee. 


TRAFFIC CLUB RAILROAD LUNCHEON 


Seven railroad presidents or trustees gave five-minute 
talks on “What’s New in Railroading” at a railroad luncheon 
of the Traffic Club of Chicago at the Palmer House May 7. 
Nearly 700 members and guests were present. The time of 
the speakers was controlled by a block signal which showed 
green for the first four minutes of the alloted time, amber for 
one minute, and then flashed red. All of the speakers finished 
“on schedule.” 

S. T. Bledsoe, president, Atchison, Topeka and Santa Fe, 
told about the new Super-Chief, new passenger train which 
will make the run from Chicago to Los Angeles in 39 hours and 
45 minutes, and described the streamlined diesel train, now 
under construction which will be placed on the run the coming 
fall. He also spoke of experiments being carried on by. his 
railroad in conjunction with locomotive engineers in the devel- 
opment of a freight locomotive to operate under boiler pres- 
sures of 300 pounds. 

Ralph Budd, president, Chicago, Burlington and Quincy, 
said that in his opinion the greatest progress in railroading in 
recent years was the improvement of the steel rail. The 
rail, he said, was the foundation of all railroading and without 
the type now available it would be useless to plan newer and 
faster trains. He said rails were usually laid with a life 
expectancy of twenty years so that designers and makers had 
to be unusually foresighted. 

L. A. Downs, president, Illinois Central, said he thought 
the newest thing in railroad was exemplified by the meeting he 
was addressing. He said it wasn’t always the newest thing that 
was the most important, nor was it always wise to search for 
something new to replace something old and valuable. Such a 
thing, he said, was the spirit of cooperation between shipper 
and railroad that had done so much to build the railroad 
transportation system to its present perfection. Many things 


still considered new were already old, he added, and cited air: 


conditioning of passenger equipment which was already old, 
although it was first applied hardly two year ago. Practically 
every through passenger car operating into and out of Chicago 
was now so equipped, he said. He said he thought the newest 
thing he knew anything about was the new receptiveness among 
railroad men toward innovations. 

J. E. Gorman, trustee, Chicago, Rock Island and Pacific, 
said his railroad was so much concerned with the problem 
of its own financial reorganization that, for the moment, it was 
not up to its competitors in new equipment and things of that 
sort. He said the Rock Island’s contribution to railroading in 
Tecent years was the pioneering work in flatcar-trailer service 
which was being operated over that railroad between Chicago 
and Rock Island and between Chicago and Peoria. He said 
other railroads were beginning to see the wisdom of offering 
such service although most of them had been opposed to it in 
the beginning. 

P. H. Joyce, trustee, Chicago Great Western, said the 
achievements of his railroad in recent years were the result 
of steady work and not of any spectacular sudden move. The 
real railroad problem was still the problem of getting traffic, 
he said, and the worthwhile new thing to develop was traffic 
salesmanship. He said he thought the railroads had erred 
in trying to suppress the truck, that instead they ought to try 
to integrate the two types of transportation—highway and 
railroad. 

F. W. Sargent, pe. Chicago and North Western, said 
he thought the newly awakened consciousness of the railroads 
to the necessity for research was an important development. 
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He cited specific accomplishments of his railroad in recent 
years, such as the building of the Proviso freight yards and 
new L. C. L. and express terminals in Chicago, as contribu- 
tions to efficient transportation. He talked about automatic 
train control and about new engines for dual passenger and 
freight service. Finally, he told about the North Western’s 
profitable venture into highway bus service and said he thought 
that profit was due to the fact that the public furnished the 
right of way and kept it clear of snow. 

H. A. Scandrett, president, Chicago, Milwaukee, St. Paul 
and Pacific, said the greatest mark of progress on the railroads 
in the last five years was the regaining of passenger traffic and 
revenue by lower fares, faster schedules, and new equipment. 
He cited the Hiawatha as an example of how such operations 
could be made profitable. 

The grand ball room, in which the luncheon was held, and 
the foyer were hung with platform signs of well-known trains, 
and there were a number of interesting exhibits. The affair 
was staged by the public affairs committee of the club. A. H. 
Schwietert, chairman of the committee, acting traffic director, 
Chicago Association of Commerce, presided. John W. Bing- 
ham, president of the club, traffic manager, Corn Products 
Refining Company, thanked the speakers and those attending 
the luncheon. The diamond jubilee quartette of the Missouri 
Pacific sang several songs. 


BURLINGTON REVENUES UP 


The annual report of the Chicago, Burlington and Quincy 
for 1935, made public May 6, showed an increase in operating 
revenues over 1934 of $2,637,050, or 3.28 per cent. The in- 
crease in freight revenues was 3.09 per cent and in passenger 
revenues 3.39 per cent. There were decreases of 7.46 per cent 
and 38.6 per cent respectively in agricultural products and live 
stock revenues, and increases of 13.3 per cent on coal, 24.57 
per cent on forest products and 9.69 per cent on manufactured 
articles. The increase in passenger revenues for the year took 
place in spite of a decrease in the last five months of the 
year, the report said. That decrease was due to the fact that 
there were serious washouts on the lines of the Burlington and 
because in the corresponding months of 1934 there was heavy 
traffic to the Century of Progress Exposition at Chicago. Much 
of the increase of 12.9 per cent in the number of passengers 
carried was attributed to the popularity of the Zephyr trains, 
three of which were added to the Burlington’s fleet in 1935. 
The average length of passenger haul decreased 11 per cent 
in 1935, indicating, according to the report, that there was a 
recovery of short haul passenger traffic. 


CHICAGO C. OF C. RIDES GREEN DIAMOND 


About 100 members of the Chicago Association of Com- 
merce were passengers aboard the Green Diamond, new stream- 
line diesel train of the Illinois Central on a trip to St. Louis 
and return May 8. The train left Chicago at 8:00 a. m., east- 
ern standard time, and returned before dinner time in the 
evening. A group of St. Louis business executives were hosts 
at a luncheon at noon in St. Louis. C. L. Rice, president, 
Chicago Association of Commerce, and L. A. Downs, president, 
Tilinois Central, were hosts on the trip. 


NEW I. C. CHICAGO OFFICES 


More than 4,000 people visited the new freight and pas- 
senger offices of the Illinois Central, on the eleventh floor of 
the Marquette Building, on the occasion of the formal open- 
ing May 6. The new offices are a unification of local traffic 
activities of the railroad, freight and passenger. They include 
freight and passenger solicitation offices and passenger ticket 
offices, as well as the offices of the freight rate clerks. W. H. 
Suffield, assistant to the traffic manger, is in charge of the 
offices. Arthur Sawbridge, district passenger manager, is in 
charge of the passenger part of them, which includes luxuri- 
ously appointed quarters where tickets for all parts of the 
world may be purchased. There are desks for several travel 
advisors. The quarters include offices for the entire solicitation 
force of the Illinois Central in Chicago, both freight and pas- 
senger. Foreign freight solicitation is also allotted space. 
Those forces are in charge of J. W. Rhodes, foreign freight 
agent. 

Nearly all of the officials of the railroad, headed by L. A. 
Downs, president, were present at the opening reception. 
Favors were distributed and there was a buffet luncheon. 


COASTWISE LOAD LINE ACT 
A bill, H. R. 11915, amending the coastwise load line act 
of 1935 with respect to prescription of load lines on vessels 
carrying passengers, has been passed by the House and sent 
to the Senate. 
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SHIP SUBSIDY LEGISLATION 
The Traffic World Washington Bureau 


Senator Guffey, of Pennsylvania, who has been active in 
preparing proposed ship subsidy legislation, has announced 
the preparation of a new subsidy measure which he will offer 
as an amendment to H. R. 8555, the bill the House passed but 
which was substantially revised by the Senate commerce com- 
mittee. The new measure, said Senator Guffey, embraced all 
the constructive provisions of the various editions of the ship 
subsidy proposed legislation. Controversial features of the 
bills had been eliminated in the hope that a basis for action 
at this session might be obtained, said the senator. 

The Guffey amendment, providing for payment of subsidies 
for meeting the differences in the costs of construction and 
operation of American ships and such costs of foreign com- 
petitors, includes the provisions in the Copeland bill resulting 
to recapture of earnings. It eliminates a provision in a previous 
Guffey draft permitting the government to purchase existing 
privately-owned steamship lines but the Guffey plan for gov- 
ernment construction of new ships for hire to private operators, 
should the industry have insufficient resources to build modern 
vessels, has been retained. In a statement, Senator Guffey, 
who gave a radio talk on the ship subsidy legislative situation 
the night of May 4, said: 


Changes in the present law recommended by the ocean-air mail in- 
vestigating committee at the last session of Congress have been met, in 
the main. These include the creation of an independent agency known 
as the United States Maritime Commission; limitation of shipping of- 
ficials’ salaries to $25,000 per year; a uniform accounting system for the 
shipping industry and the right of suit in the Court of Claims, when 
settlement of existing ocean mail contracts cannot be successfully ne- 
gotiated with the new agency. 


President Roosevelt again May 8 at his press conference 
declined to support any specific ship subsidy bill pending in 
Congress. Commenting that there were about four of them 
he said he was simply hoping Congress would pass a subsidy 
bill at this session. He made this answer in response to a 
question to the effect that it was understood that Congress 
would pass the Guffey bill if the President indicated approval. 


OCEAN SHIPPING NEWS 
The Traffic World New York Bureau 
In the face of an unusual demand for tonnage to load 
grain the full cargo market last week remained firm, with 
rates in all directions unchanged and prompt tonnage scarce. 
The long list of grain fixtures included seven vessels fixed 
from Montreal to picked ports U. K./Antwerp-Rotterdam on 
the basis of 2s, the cargoes varying from 26,000 to 38,000 
quarters. From Fort William two steamers of 973 and 898 
net tons were fixed to U. K. at 21% cents, option Scandinavia, 
23% cents for June and August loading, respectively; a 741 ne 
ton vessel was fixed to U. K. at 21% cents, option Ireland 2 
cents, option Scandinavia 23% cents for June; another small 
steamer to the same destination at the same rates with the 
addition of an option for the Continent at 21% cents, for 


June loading, and a vessel of 938 net tons was fixed to Warsaw 
at 23% cents for June. 


From the St. Lawrence nine vessels were fixed for grain to 
U. K./Antwerp-Rotterdam at 2s, ranging from 28,000 to 37,000 
quarters, for May and June loading. Two vessels were fixed 
from the Great Lakes, one of 742 net to U. K. at 21% cents 
with option for Scandinavia at 23% cents for May and another 
of 675 net in the same direction, done at about 25 cents for 
May-June. Two other similar fixtures were reported. 

The trans-Atlantic sugar trade was dull. Among the scat- 
tered fixtures were a vessel of 4,577 net tons from Cuba to 
U. K.-Continent on the basis of 13s 6d for May-June loading; 
a similar fixture of a 2,406 net ton steamer at 14s 3d, also for 
May-June, and a vessel of 1,731 net tons from Cuba to Bordeaux 
at 17s for loading the first half of June. 

The time charter market was also slow. A few round trips 
in the West Indies trade were consummated and a steamer of 
942 net was taken for from three to five months in the Canadian 
trade at $1.35, delivery Nova Scotia, for May loading. A steamer 
of 1,118 net tons was taken for about three months in the 
Canadian trade at $1.25, delivery Canada, May loading. 


No fixtures were reported in the export coal trade but an 
inquiry for a cargo to Pernambuco was reported as being 
worked. 

Only one scrap iron fixture was consummated, a steamer of 
4,154 net tons from Portland, Ore., to three ports in Japan, done 
on lump sum for £5,300 f. i. o. Additional business was believed 
available in the trans-Atlantic trade. 

Among the tanker fixtures were a clean vessel of 9,000 tons 
from California to Germany on the basis of 24c for June load- 
ing and a 5,000 ton dirty vessel from the North Atlantic range 
to U. K.-Continent at 15s for May loading. 

Little or no change was manifested in the Pacific Coast 
freight and charter market in April. The volume fixtures 
was considerably less than in previous months but rates re- 
mained at about the same level and regular lines continued 
to run with full cargoes and space booked up well in advance. 
Labor difficulties which were prevalent at California ports the 
first part of the month were adjusted by arbitration. 

In the grain trade no full cargoes were fixed for China or 
Japan but some parcel business was done from Vancouver to 
Japan at rates in the neighborhood of $3.00 to $3.10. A few 
fixtures to U. K.-Continent were reported during the latter part 
of the month at rates in the neighborhood of 19s to 20s f. i. o., 
and berth lines were reported to be securing about 17s 6d to 
18s 6d for future shipments, with earlier position commanding 
a slightly higher rate. No intercoastal grain business was 
reported done. 

Several lumber cargoes were closed to U. K. ports but 
the Continent trade was inactive. Rates in this direction were 
in the neighborhood of 50s to 55s, depending upon ports of 
discharge. In the Japan lumber trade considerable inquiry for 
space was heard and several vessels were fixed on lump sum 
basis which would work out at fairly good rates. Several ves- 
sels were fixed to China with lumber on lump sum basis. Berth 
rates in the Japan trade remained unchanged at $6.00 on baby 
squares, $6.50 on large squares and $8.75 on logs, while in the 
China trade they were unchanged at $6.75 on lumber, $9.00 
on logs to Shanghai with 50 cents additional to North China 
ports. Several vessels were fixed on lump sum basis to 
Australia and the market was said to be fairly firm, with liner 
rates unchanged at $7.50 to $8.00. In the intercoastal lumber 
trade conditions were unchanged and liner space was well 
booked up in advance. One vessel was taken on lump sum for 


South Africa by a regular berth lines but no other inquiry 
was heard. 


The time charter market on the Pacific Coast was inactive, 
due to differences in owners’ and charterers’ ideas and the 
only charters were for periods of 12 month or less. 

Several vessels were fixed for miscellaneous cargo, such as 
scrap from Portland to Japan, newsprint from Powell River 
to the U. S. Gulf, corn from River Plate to Pacific Coast and 
ore from Novorossick to Tacoma. 

The tankers trade remained inactive with little or no 
change. Two or three vessels were fixed to load clean cargoes 
from California to Vladivostok, however. 


Two committees of the New York State Chamber of Com- 
merce, in a report made public by the chamber, urged an 
expert survey of the labor situation on American ships by a 
non-partisan commission of experts and further urged an 
increase in the personnel of the Bureau of Navigation and 
Steamboat Inspection. The report was drawn up by the com- 
mittees on foreign commerce and the revenue laws and on 
harbor and shipping for presentation before the annual meeting 
of the chamber. a 

More than thirty-five New York commercial and civic 
organizations will participate in the celebration of Foreign 
Trade Week from May 17 to 23, according to an announcement 
by C. A. Richards, chairman of the joint committee of organ- 
izations sponsoring the movement in New York with the co- 
operation of the Department of Commerce. Foreign Trade 
Week will be marked in the larger cities and seaports through- 
out the country during this period. 

Luncheon meetings with speakers of prominence in for- 
eign trade affairs will be held by various organizations each 
day during the week, culminating with a World Trade-Maritime 
Day luncheon May 22 under the auspices of the Merchants 
Association of New York, at which Secretary of State Cordell 
Hull will be the speaker. : 

The truce which had existed between the International 
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Seamen’s Union and the group of striking members of the 
union was ended when the executive committee of the union 
rejected a proposal to submit the wage agreement entered into 
with the shipowners in March to a referendum of the member- 
ship. Hearings in the suit brought by union officials to restrain 
the striking group from using the name of the union, were 
resumed. 

Sailings of ships from New York were carried out on 
schedule despite efforts of the strikers to prevent them. The 
Panama Pacific liner California, on which the original labor 
trouble which brought about the strike occurred, was forced 
to turn back a few miles out of port May 3 because of engine 
trouble but officials of the Bureau of Navigation and Steam- 
boat Inspection announced after a careful inspection that there 
was no evidence that the trouble was caused by sabotage. 


THROUGH ROUTES AND RATES 


Inclusion in S. 1636, the routing and joint rate bill, of 
the provisions giving the Commission power to prescribe mini- 
mum joint rail and water rates, as reported by the Senate 
interstate commerce committee (see Traffic World, May 2, p. 
835), was due to “clerical oversight,” according to an explana- 
tion made to the Senate by Senator Wheeler, chairman of the 
committee, in connection with the submission of a substitute 
for the reported bill omitting the provisions in question. 

“When hearings were had on the bill it was agreed that 
the committee should not take action on the provision giving 
the Commission power to fix minimum rail and water rates, 
but by reason of clerical oversight this provision was not taken 
out of the bill as reported,” said Chairman Wheeler. 

The effect of the substitute offered by Chairman Wheeler 
is to confine the amendment to the establishment of through 
routes and to a declaration as to existing through routes, joint 
rates, fares, charges or classifications. The text of the substi- 
tute follows: 


Paragraph (3) of section 15 of the interstate commerce act, as 
amended, is further amended by adding the following: ‘‘The elimina- 
tion of any existing through route or joint rate, fare, charge, or dlassi- 
fication without the consent of all carriers, parties thereto or authori- 
zation by the Commission shall be deemed prima facie unreasonable 
and contrary to the public interest.’’ 

Sec. 2. Paragraph (4) of section 15 of the interstate commerce 
act is hereby amended to read as follows: ‘‘In time of shortage of 
equipment, congestion of traffic, or other emergency declared by the 
Commission it may (either upon complaint or upon its own initiative 
without complaint, at once, if it so orders without answer or other 
formal pleadings by the interested carrier or carriers, and with or 
without notice, hearing, or the making or filing of a report, according 
as the Commission may determine) establish temporarily such through 
routes as in its opinion are necessary or desirable in the public inter- 
est."’ 


IMPROVEMENT OF WATERWAYS 


Allotment of funds for improvement of waterways have 
been announced as follows by the War Department: Delaware 
River between Philadelphia and Trenton, $105,000 for dredging; 
Black Warrior, Warrior and Tombigbee Rivers, Ala., $20,000 
for care of locks and dams; Sacramento and San Joaquin 
rivers, Calif., $47,000 for dredging and removal of snags and 
obstructions; Roanoke River, N. C., $30,000 for dredging; 
waterway from Winyah Bay to Charleston, S. C., $54,000 for 
dredging; Tennessee River, near Chattanooga, $17,400 for 
dredging. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreement Approved 


No, 4797 between American-Hawalian Steamship Company, Williams 
Steamship Corporation, Border Line Transportation Company; Puget 
Sound Navigation Company, Puget Sound Freight Lines, and Skagit 
River Navigation & Trading Company providing for the transportation 
of cargo under through bills of lading between United States Atlantic 
Coast ports and United States Puget Sound ports, with transhipment 
at Seattle, Tacoma, or Port Townsend. 

No. 4855 between Kawasaki Kisen Kabushiki Kaisha and The Bull 
Steamship Line providing for the transportation of cargo under through 
bills of lading from China and Japan to Charleston, Jacksonville, Fort 
Pierce, Port Everglades, Miami, Tampa, St. Petersburg, Panama City, 
Pensacola, Lake Charles, Beaumont, and Corpus Christi, with tranship- 
ment at Baltimore, Md. 

No. 5013 between United States, Department of Commerce (Oriole 
Lines) and American-Hawalian Steamship Company providing for the 
transportation of cargo under through bills of lading from Manchester, 
Liverpool, Avonmouth, Glasgow, Cork, Dublin, and Belfast to United 
States Pacific Coast ports, with transhipment at New York. 

No. 5014 between United States, Department of Commerce (Amer- 
ican Hampton Roads-Yankee Line) and American-Hawalian Steamship 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





(District Court, E. D. New York.) In libel against steam- 
ship line to recover for hides delivered in poor condition, tes- 
timony of steamship line’s manager at port of loading that 
he had learned from harbor master’s office that there had 
been thirteen hours of hard rain on day hides were loaded on 
connecting carrier held inadmissible as hearsay. (J. Light- 
man & Sons vs. Dollar Steamship Line, 13 Fed. Supp. 717.) 

In libel against steamship line to recover for hides de- 
livered in poor condition, testimony of steamship line’s man- 
ager at port of loading that warehouse company had informed 
him that notation had been made on mate’s receipt by chief 
office, reading, “all wet by rain,” held inadmissible as hear- 
say, since mate’s receipt should have been produced.—lIbid. 

Evidence held to establish that damage to hides resulted 
from improper curing, that such cause was antecedent to ship- 
ment, and was not observable when steamship line’s bill of 
lading was issued, and hence steamship line was relieved of 
liability therefor under terms of its contract exempting it 
from liability for damage caused by inherent vice.—Ibid. 

Consignee suing steamship line for hides delivered to it 
in — condition had burden of proving cause of damage. 
—Ibid. 

(District Court, W. D. Washington, N. D.) Petitioner for 
limitation of liability has burden to show strict compliance 
with every provision of law before limitation may be granted, 
irrespective of answer of any claimant (Admiralty Rule 51, 28 
tea C. A. following Section 723). (The Denial, 13 Fed. Supp. 

Claimants have right to file answers to petition for limi- 
tation of liability, and may by suitable allegations state facts 
by reason of which right of limitation of liability should be 
denied, but thereby assume burden to show that right to limi- 
tation should be denied (Admiralty Rules 51, 53, 28 U. S. C. A. 
following section 723).—Ibid. 

Claimant opposed to limitation of liability, to file inter- 
rogatories, must assume burden and may not bring himself 
within admiralty rule by pleading in answer for claim and 
praying relief thereon (Admiralty Rules 51, 53, 28 U. S. C. A. 
following Section 723).—Ibid. 

Admiralty issues are submitted on equitable principles in 
harmony with rules of justice and expressed rules of pro- 
cedure and in consonance with principles of maritime law 
which pervade practice of admiralty, and while supreme pur- 
pose of doing justice is paramount to technical forms, ex- 
pressed rules of procedure must predominate.—Ibid. 

On petition for limitation of liability of steamship, excep- 
tions to claimants’ answers denying material allegations of 
petition and praying that limitation should be denied and for 
decree against petitioner, and exceptions to interrogatories at- 
tached to answers, would be sustained for failure to conform 
to admiralty rules (Admiralty Rules 51, 53, 28 U. S. C. A. fol- 
lowing section 723).—Ibid. 





Company providing for the transportafion of cargo under through bills 
of lading from Hamburg and Bremen to United States Pacific Coast 
ports, with transhipment at Boston. 

No. 5018 between Dollar Steamship Lines, Inc., Ltd., and Lucken- 
bach Gulf Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading between ports In the Canal Zone, 
Panama, and Cuba and specified United States Pacific Coast ports, with 
transhipment at Los Angeles Harbor or San Francisco. 

No. 5070 between Dollar Steamship Lines, Inc., Ltd., and Mce- 
Cormick Steamship Company providing for the transportation of cargo 
under through bills of lading between ports in Canal Zone, Panama, 
and Cuba and specified United States Pacific Coast ports, with tranship- 
ment at Los Angeles Harbor or San Francisco. 

No, 5073 between Dollar Steamship Lines, Inc., Ltd., and Pacific 
Steamship Lines, Ltd., providing for the transportation of cargo under 
through bills of lading between ports in Canal Zone, Panama, and Cuba 
and specified United States Pacific Coast ports, with transhipment at 
Los Angeles Harbor or San Francisco. 

No. 5085 between Luckenbach Steamship Company, Inc., and Arnold 
Bernstein Schiffahrtsgesellschaft m. b. H. providing for the transporta- 
tion of cargo under through bills of lading from United States Pacific 
Coast ports to Antwerp, with transhipment at New York. 

No. 5105 between Cunard White Star Limited and Calmar Steam- 
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ship Corporation providing for the transportation of cargo under 
through bills of lading from the United Kingdom to United States 
Pacific Coast ports, with transhipment at New York. 

No. 5109 between Arnold Bernstein Schiffahrtsgesellschaft m. b. H. 
and The New York and Porto Rico Steamship Company providing for 
the transportation of cargo under through bills of lading from Antwerp 
to Puerto Rican ports, with transhipment at New York. . 

No. 5110 between Nelson Steamship Company and United Fruit 
Company providing for the transportation of cargo under through bills 
of lading from United States Atlantic Coast ports to Puerto Colombia 
and Cartagena, with transhipment at Cristobal, C. Z. 

No. 5118 between Seatrain Lines, Inc., and Edward P. Farley and 
Morton L. Fearey, trustees for Gulf Mail Steamship Company, Inc., 
providing for the transportation of cargo under through bills of lading 
from New York to Progreso, with transhipment at New Orleans. 

No. 5050 between Luckenbach Gulf Steamship Company, Inc., and 
Silver, Line, Limited, providing for the transportation of cargo under 
through bills of lading from designated United States Pacific Coast 
ports to China (Hongkong and Shanghai), Philippine Islands, Straits 
Settlements, Ceylon, and British India, with transhipment at Los 
Angeles Harbor or San Francisco. 

No. 5051 between Silver Line, Limited, and Luckenbach Steamship 
Company, Inc., providing for the transportation of cargo under through 
bills of lading from China (Hongkong and Shanghai), Philippine 
Islands, Straits Settlements, Ceylon, and British India to designated 
United States Pacific Coast ports, with transhipment at Los Angeles 
Harbor or San Francisco. 

No. 5052 between Luckenbach Steamship Company, Inc., and Silver 
Line, Limited, providing for the transportation of cargo under through 
bills of lading from designated United States Pacific Coast ports to 
China (Hongkong and Shanghai), Philippine Islands, Straits Settle- 
ments, Ceylon, and British India, with transhipment at Los Angeles 
Harbor or San Francisco. 

No. 5053 between Silver Line, Limited, and Luckenbach Steamship 
Company, Inc., providing for the transportation of cargo under through 
bills of lading from South Africa (Capetown-Beira Range) to designated 
United States Pacific Coast ports, with transhipment at Los Angeles 
Harbor or San Francisco. 

No. 5094 between Pacific Steamship Lines, Ltd., and Nippon Yusen 
Keisha providing for the transportation of cargo under through bills 
of lading between Japan, China Hongkong, Manchukuo, Philippine 
Islands, Straits Settlements, and India and designated United States 
Pacific Coast ports, with transhipment at Seattle, Tacoma, San Fran- 
cisco, or Los Angeles Harbor. 

No. 5095 between Red Star Linie G. m. b. H. and The New York 
and Porto Rico Steamship Company providing for the transportation 
of cargo under through bills of lading from Antwerp to Puerto Rican 
ports, with transhipment at New York. 

No. 5098 between Cunard White Star Limited, American Line 
Steamship Corporation, and Atlantic Transport Company of West Vir- 
ginia providing for the transportation of cargo under through bills of 
lading from the United Kingdom to United States Pacific Coast ports, 
with transhipment at New York. 

No. 5099 between Luckenbach Steamship Company, Inc., and Cunard 
White Star Limited providing for the transportation of cargo under 
through bills of lading from United States Pacific Coast ports to the 
United Kingdom, with transhipment at New York. 

No. 5101 between Cunard White Star Limited and Bermuda & West 
Indies Steamship Company, Ltd., providing for the transportation of 
cargo under through bills of lading from the United Kingdom to the 
Virgin Islands, with transhipment at New York. 

No. 5102 between Dollar Steamship Lines, Inc., Ltd., and Cunard 
White Star Limited providing for the transportation of cargo under 
through bills of lading from United States Pacific Coast ports to the 
United Kingdom, with transhipment at New York. 

No. 5104 between American-Hawalian Steamship Co. and Cunard 
White Star Limited providing for the transportation of cargo under 
through bills of lading from United States Pacific Coast ports to the 
United Kingdom, with transhipment at New York. 

No. 4731 between United States, Department of Commerce (Amer- 
ican Pioneer Line, Australian Service), and Bull Insular Line, Inc., 
providing for the transportation of mother of pearl shells under 
through bills of lading from Australian ports to Puerto Rican ports, 
with transhipment at New York. 


No. 4741 between Williams Steamship Corporation and Bay Cities 
Transportation Company providing for the transportation of cargo 
under through bills of lading between United States Atlantic Coast 
ports and Oakland, Alameda, and Richmond, Cal., with transhipment 
at San Francisco. 


No. 4867 between States Steamship Company (California-Eastern 
Line) and Nippon Yusa Kaisha providing for the transportation of 
cargo under through bills of lading from United States Atlantic Coast 
ports to Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, 
Indo-China, and the Philippine Islands, with transhipment at Portland, 
Seattle, Tacoma, Los Angeles Harbor, or San Francisco. 

No. 4973 between American South African Line, Inc., and Agwi- 
lines, Inc. (Clyde-Mallory Lines), providing for the transportation of 
cargo under through bills of lading from ports in the Union of South 
Africa, Portuguese East Africa, and British East Africa to Charleston, 
Jacksonville, Miami, Key West, Tampa, and Galveston, with tranship- 
ment at New York. 

No. 5042 between Dollar Steamship Lines, Inc., Ltd., and Sudden 
& Christenson providing for the transportation of cargo under through 
bills of lading between ports in the Canal Zone, Panama, and Cuba 
and Aberdeen and Hoquiam, Wash., with transhipment at Los Angeles 
Harbor or San Francisco. 

No. 5086 between Luckenbach Gulf Steamship Company, Inc., and 
Wilhelm Wilhelmson (Barber Line) providing for the transportation 
of cargo under through bills of lading from United State Gulf ports to 
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Japan, Korea, Formosa, Siberia, Manchukuo, China, Hongkong, Indo- 
China, and the Philippine Islands, with transhipment at Los Angeles 
Harbor or San Francisco. 

No. 5087 between Luckenbach Gulf Steamship Company, Inc., and 
Lancashire Shipping Company, Ltd. (Barber Line), providing for the 
transportation of cargo under through bills of lading from United States 
Gulf ports to Japan, Korea, Formosa, Siberia, Manchukuo, China, 
Hongkong, Indo-China, and the Philippine Islands, with transhipment 
at Los Angeles Harbor or San Francisco. 

No. 5088 between Luckenbach Steamship Company, Inc., and Lan- 
cashire Shipping Company, Ltd. (Barber Line), providing for the 
transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to Japan, Korea, Formosa, Siberia, Man- 
chukuo, China, Hongkong, Indo-China, and the Philippine Islands, with 
transhipment at Los Angeles Harbor or San Francisco. 

No. 5089 between Luckenbach Steamship Company, Inc., and Wil- 
helm Wilhelmsen (Barber Line) providing for the transportation of 
cargo under through bills of lading from United States Atlantic Coast 
ports to Japan, Korea, Formosa, Siberia, Manchukuo, China, Hongkong, 
Indo-China, and the Philippine Islands, with transhipment at Los An- 
geles Harbor or San Francisco. 

No. 5106 between Calmer Steamship Corporation and Cunard White 
Star Limited providing for the transportation of cargo under through 
pills of lading from United States Pacific Coast ports to the United 
Kingdom, with transhipment at New York. 

No. 2730-A between Agwilines, Inc., Lykes Coastwise Lines, Inc., 
Mooremack Gulf Lines, Inc., Seatrain Lines, Inc., et al., supplementing 
agreement of the North Atlantic/New Orleans Conference to extend 
rate-making authority to all Gulf ports and to provide for employ- 
ment of a counselor to adjust disputes between member lines arising 
in connection with rates or practices pertaining to competitive cargo. 

No. 4123-2 between Standard Fruit and Steamship Company and 
United Fruit Company revising provision of agreement of North At- 
lantic ports to Santiago de Cuba, Cuba Conference to provide for meet- 
ings of the conference upon call of the Conference Secretary instead of 
upon a fixed day as now provided. 

Nos. 4710-2 and 4710-A-2 between American-Hawaiian Steamship 
Company, Dollar Steamship Lines, Inc., Ltd., Luckenbach Steamship 
Company, Inc., et al. (4710-2) and Calmar Steamship Corporation 
(4710-A-2) extending intercoastal rate agreement from April 29, to 
June 30, and extension of undertaking of Calmar Steamship Corporation 
to conform, subject to certain conditions, to said rate agreement for 
the same period. 

Agreements Cancelled 


No. 4214 between Jones Towboat Company and Calmar Steamship 
Corporation providing for the transportation of cargo under through 
bills of lading from Vancouver, Wash., to United States Atlantic Coast 
ports, with transhipment at Portland. 

No. 4215 between Calmar Steamship Corporation and Jones Towboat 
Company providing for the transportation of cargo under through bills 
of lading from United States Atlantic Coast ports to Vancouver, Wash., 
with transhipment at Portland. 

No. 4312 between Jones Towboat Company and Calmar Steamship 
Corporation providing for the transportation of cargo under through 
bills of lading from Longview to United States Atlantic Coast ports, 
with transhipment at Portland. 

No. 4313 between Calmar Steamship Corporation and Jones Tow- 
boat Company providing for the transportation of cargo under thrdéugh 
bills of lading from United States Atlantic Coast ports to Longview, 
with transhipment at Portland. 

No. 4495 between San Diego-San Francisco Steamship Co. and Cal- 
mar Steamship Corporation providing for the transportation of cargo 
under through bills of lading from Monterey, Cal., to United States 
Atlantic Coast ports, with transhipment at San Francisco, Alameda or 
Oakland. 


PANAMA CANAL TRAFFIC 


In April, 482 ocean vessels transited the Panama Canal, as 
compared with 526 in March this year and 432 in April last 
year, according to the War Department. 

Tolls for April amounted to $2,079,730.70 for commercial 
transits, as compared with $2,293,874.51 in March this year and 
$1,890,572.41 in April last year. 

For the six months ended with April commercial transits 
totaled 2,809 and tolls totaled $12,138,858.77, as compared with 
2,654 transits and tolls of $11,736,889.91 for the corresponding 
1934-1935 period. 


SHIP FOR U. S. LINES 


Officials of the Department of Commerce were understood 
to have been surprised when they received U. S. Navy Yard 
estimates, for which Secretary Roper had asked, for building 
a trans-Atlantic passenger liner, because the navy estimates 
greatly exceeded the estimates previously submitted by the 
Newport News Shipbuilding & Dry Dock Company to the 
United States Lines for which the vessel may be constructed. 

Secretary Roper, in a brief statement, announced that the 
New York Navy Yard submitted an estimate of $18,250,456 
and the Norfolk Navy Yard, $17,170,000. He said the New 
York yard would require 36 months and the Norfolk yard 34 
months to build the vessel. The estimates have been turned 
over to the United States Lines for consideration. 

This situation grows out of the sales contract between the 
government and the United States Lines and a subsequent 
agreement allowing lay-up of the Leviathan on condition that 
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a new vessel be put in service by the lines. The United States 
Lines obtained estimates of between $13,000,000 and $14,000,000 
from the Newport News company for construction of the ship. 
The Commerce Department did not regard these estimates as 
“firm” bids on which it could act in passing on a ship construc- 
tion loan for the vessel of up to 75 per cent of the cost. Asa 
check on the offers of the private shipbuilding company Secre- 
tary Roper asked the navy yards for estimates. 


MERCHANT MARINE COMMITTEE 
Representative Charles J. Colden, of California, has been 
elected a member of the House committee on merchant marine 
and fisheries. 


SHIPPING BUREAU HEARING 
The hearing in Shipping Board Bureau docket No. 344, 
West Disinfecting Co. vs. American Hawaiian Steamship Co. 
et al., scheduled for May 19, has been postponed to May 26 
in Room 823, 45 Broadway, New York, N. Y. 


AMERICAN-HAWAIIAN PROFITS 


The operations of the American-Hawaiian Steamship Com- 
pany for the first three months of 1936 showed a net profit of 
$194,000, before deduction of federal income tax, as contrasted 


with a net loss of $267,084 for the corresponding period in 1935, 


according to a statement issued by the company. The improve- 
ment in net and the purchase of four new vessels announced 
last week (see Traffic World, May 2, p. 878), indicate the 
company’s healthy financial condition and a general-up-trend 
in the shipping business, the statement says. 


PORT NEWARK ARMY SUPPLY BASE 
The House has passed H. R. 9042, as amended by the com- 
mittee on military affairs, authorizing the Secretary of War to 
sell to the city of Newark, N. J., for $2,000,000 the Port New- 
ark army supply base, a water terminal property. The bill, 
which has been sent to the Senate, provides for terms of 
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$100,000 cash and the balance in annual payments of $100,000 
each. In the event the city does not elect to acquire the 
property by July 1 on the terms prescribed, the Secretary of 
War is authorized to advertise the property for sale. 





ALBANY PORT RATES 


Question has been raised as to the last paragraph in the 
report on Examiner Bardwell’s proposed report in No. 26860, 
Albany Port District Commission vs. A. & W. et al., in the 
Traffic World of April 25, p. 767, giving a wrong impression 
of the examiner’s findings. This paragraph, wherein the ex- 
aminer said that Albany must continue to apply its domestic 
rates to its port traffic, was taken from the “historical” part 
of the report and was a statement as to what was now the 
fact. It was not a recommendation or finding but a statement 
of fact as to the existing condition. The examiner’s findings 
were set forth ahead of the paragraph in question. In those 
findings, in paragraph (g), the examiner states that all the 
bases provided in paragraphs (a) to (f) of the findings “are 
to be subject to the corresponding domestic rates to and from 
Albany as maxima.” Under this finding, it is pointed out, the 
rates under the formula recommended could not exceed the 
domestic rates. 


PROPELLER CLUB PORT IN BUENOS AIRES 


_The most southerly port of the Propeller Club of the 
United States was established at Buenos Aires, Argentine, April 
20, according to information received at the offices of the 
McCormick Steamship Company from Warren G. Libbey, the 
company’s South American Manager. The Propeller Club, or- 
ganized in 1922 to foster and support an American merchant 
marine, now has ports in 45 cities in the United States and 
in 7 foreign countries. Arthur M. Tode, president of the Pro- 
peller Club of the United States, was present at the organiza- 
tion of the Buenos Aires port. Charles M. Colgan, Munson 
Steamship Company, was elected president of the new port 
and Mr. Libbey vice-president. It numbers fifty members. 





Motor Vehicle Transportation 





CHARGING FOR MOTOR TARIFFS 


Dealing with the failure or refusal of motor truck carriers 
to supply their tariffs free to shippers or representatives of 
shippers, the board of directors of the traffic bureau of the 
Dayton, O., Chamber of Commerce, has recommended to the 
shippers of Dayton that they use only such truck lines as will 
furnish free the tariffs to the traffic bureau of the chamber. 
Copies of resolutions adopted by the directors April 24 have 
been sent truck lines operating to and from Dayton. 

According to Maurice T. Otto, traffic manager of the Day- 
ton organization, the traffic bureau had many complaints from 
the industrial traffic departments of Dayton concerns, because 
of their inability to obtain free from the motor truck industry 
such tariffs as were needed to determine the proper transpor- 
tation costs. On account of those complaints the board of 
directors, after discussing the subject, adopted the resolutions 
which have been sent to the trucking companies. The first 
resolution was to the effect that the motor freight carriers 
serving Dayton and their connecting lines should furnish with- 
out cost, one complete file of tariffs to the traffic bureau and 
such tariffs as might be required by individual shippers to en- 
able the industries of Dayton intelligently to use what the 
resolution said was “this more recent transportation facility in 
the distribution of its products.” The second resolution was 
the one which recommended the use only of such truck lines as 
furnished the tariffs to the traffic bureau, free. 


In transmitting the resolution the Dayton organization said 
that railroads had always furnished free to shippers and their 
bureaus all the tariffs that had been required properly to de- 
termine transportation costs, and that it was felt that free 
distribution of motor carrier tariffs was just as necessary to 
those who had need for them to determine the cost on ship- 
ments that moved via truck lines. 


The Dayton traffic bureau, January 30, in a letter to all 
motor truck operators, asked that it be placed on each opera- 
tor’s mailing list for a copy of all such tariffs that named both 
Class and commodity rates, so that the bureau would be in 
Position to quote rates to the many members of the organiza- 
tion who depended on it for their rate quotations. In the event 


that the line addressed was not going to issue an individual 
publication, but instead would join in the publication of an 
agency issue, the tariff bureau expressed the wish that the 
truck lines notify the publishing agent that it was to be placed 
on the mailing list for agency issues. The bureau said it was 
making that request so that there would be no duplication in 
the furnishing of tariffs to it. 

In another letter addressed to truck companies, under date 
of April 1, the traffic bureau said that up to that time it had 
received tariffs from only two lines operating from Dayton. 
The bureau said it had also written to various agency bureaus 
and had been informed by practically all of the bureaus that 
there would be no free distribution of their issues. The traffic 
bureau said that for thirty years it had been supplied without 
cost with the tariffs ofsteam and electric lines. 

“It is our view,” says the letter, “that this same policy 
should be adopted by the motor truck carriers, as it does not 
appear to be consistent to have a shipper or a shipper’s organi- 
zation such as the traffic department, to pay for such tariffs 
that will quote the rates covering the commodities which they 
desire to ship and which will me&n revenue to the lines who 
haul the freight. This procedure would be very much like 
charging a prospective customer with a catalogue or price list 
covering commodities or articles that he wishes to purchase. 
Within a very few days all of these new tariffs will be in effect 
and unless our organization is furnished with such tariffs in 
which your line is a participating carrier, we will have to ad- 
vise our shippers who call upon us for rates that tariffs are not 
being furnished to us. Inasmuch as the Chamber of Commerce 
traffic department is called upon by Dayton shippers to quote 
rates, we believe that such tariffs for which we have need 
should be furnished without cost.” 


MOTOR FINANCE APPLICATIONS 

BMC-F 9. Capital Transit Co. asks permission to withdraw its 
application to acquire control of the Washington Rapid Transit Co. 
by the purchase of the latter’s capital stock on the ground that the 
application was erroneously filed under the motor carrier act in dis- 
regard of an act of Congress of January 14, 1933, authorizing the 
“merger of street railway corporations operating in the District of 
Columbia, and for other purposes” under which jurisdiction over the 
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transaction is vested in the public utilities commission of the District 
of Columbia. 

BMC-F 34. Santa Fe Trails Stages, Inc., asks for authority to 
acquire control of the Rio Grande Stages by the purchase of capital 
stock for $34,227.80. In addition the purchaser is to pay all the debts 
of the Rio Grande Stake Lines incurred before March 20, 1936. Rio 
Grande Stages operate between Albuquerque, N. M., and El Paso, 
connection with the Santa Fe Train System being made at Albuquer- 
que, Isleta and Belem, N. M. 

BMC-F 35. H. E. English, doing business as Red Ball Motor 
Freight Lines, asks authority to purchase the capital stock of Motor- 
way Freight Lines, Inc., for $6,000. The applicant operates between 
Houston and Beaumont, Tex., and Shreveport, La. The Motor Freight 
Lines operate between Dallas and Jacksonville, Tex. The applicant 
also asks authority to acquire the certificate of convenience and neces- 
sity and leasehold rights of the Yellow Cab Transit Co. for $8,500. 
The latter operates between Dallas and Longview, Tex., in the haul- 
ing of freight. 

No. BMC-F 32. Short Way Lines, Inc., asks authority to purchase 
part of the properties of Short Way Lines of Indiana, Inc., applicant 
is the owner of all the stock of the Short Way Lines of Indiana, Inc. 
The two companies have been operating as a system carrying pas- 
sengers in southwestern Ohio and southern Michigan. . The applicant 
will purchase from the Short Way Lines of Indiana, Inc., six busses 
for $17,022.11. 

No. BMC-F 33. Greyhound corporation applies for authority to 
provide, by amendment to the certificate of incorporation, that the 
common stock of $5 par value shall become common stock without 
par value, so as to eliminate the discrepancy between the par value 
on the one hand and book value and market price on the other hand, 
according to the application; and to provide, by amendment to the 
certificate of incorporation, that each outstanding share of common 
stock shall be and become four shares, the purpose of this amend- 
ment being stated to be the reduction of the market price. 

Finance BMC-F 36. Red Arrow Freight Lines, Inc., operating in 
Texas, asks authority to purchase a certificate of convenience and 
necessity and other assets of G. C. Charlton, Midway, Tex.; certificate 
and other assets of John Beard doing business as Trinity-Houston 
Truck Line of Trinity, Tex.; assets of Clifford Wortham, doing business 
as Wortham Motor Freight of Mexia, Tex.; physical assets, stock and 
certificates of the Arrow Motor Freight Lines, Inc., Huntsville, Tex. 
The total consideration is something in excess of $30,000. 

Finance BMC-F 37. National Transfer & Storage Co., asks authority 
to buy the properties of the Gates Transfer Line and La Tour Freight 
Motor Carrier. The applicant operates over the highway in Iowa, lli- 
nois and Missouri. The line and its equipment proposed to be pur- 
chased constitute an operation between Waterloo and Vinton, Ia., via 
La Porte City, Ia. The purchase price is $2,300. 

BMC-F 39. Silver Fleet Motor Express, Inc., Louisville, Ky., asks 
authority to purchase Transcontinental Carriers, Inc., an Indiana car- 
rier, by the purchase of tangible assets under an agreement between 
Transcontinental Carriers, Inc., and Silver Fleet Motor Express, Inc., 
involving also the transfer of stock for $2,500. 

BMC-F 38. Silver Fleet Motor Express, Inc., asks authority to pur- 
chase the Malone Freight Lines, the agreement between Harvey Ma- 
lone the owner of the Malone Freight Lines and the purchaser being 
for the acquisition of two Kentucky certificates for $1 and other valua- 
ble considerations. 


NEW YORK-MIAMI BUS CASE 


Being of the opinion that existing bus services and facil- 
ities between New York, N. Y., and Miami, Fla., before August 
10 and between August 10 and October 15, 1935, were reason- 
ably convenient and reasonably adequate, John L. Rogers, 
director of the Commission’s Bureau of Motor Carriers, in a 
proposed report in docket No. BMC 2741, Pan-American Bus 
Lines, has recommended that the Commission deny a certificate 
to the carrier mentioned to continue bus service between the 
points mentioned. This is the first proposed report on an 
application for certificate of public convenience and necessity.’ 
It goes into great detail on the questions involved in the case. 

Grant of the certificate was opposed by competing bus 
lines and railroads. One of the contentions of the applicant 
was that the service between New York and at Miami was 
substantially monopolized by one group of carriers, typified 
by Greyhound Lines. 

“The mere fact that a territory is served only by a single 
line or group of affiliated lines,” says the Rogers report, “does 
not in itself entitle an applicant who proposes a competitive 
service to a certificate of public convenience and necessity. In 
many instances competition is necessary and desirable. In 
other instances it would not only permit duplication and un- 
necessary service where existing facilities are sufficient, re- 
sulting in wasteful transportation and weakening the estab- 
lished carriers, but would burden the public by making it 
support more transportation facilities than are necessary to 
perform the required service conveniently, adequately and 
economically.” 

In bringing his report to an end Director Rogers said, “‘it 
is found that applicant during the period, August 10, 1935, to 
and including October 15, 1935, engaged in operation as a com- 
mon carrier of passengers between New York and Miami; that 
existing services and facilities between those points before and 
during that period were reasonably convenient and reasonably 
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adequate; and that applicant’s operations during that period 
were not then in the present and future public convenience 
and necessity.” 

_ Continuing, the director said that, “as applicant’s opera- 
tions were not in the public convenience and necessity, it is 
unnecessary to determine applicant’s fitness and ability.” 

This report differs from proposed reports which have here- 
tofore been made by Commission examiners in that notice is 
given to those interested that if exceptions are not filed within 
the given time and the Commission does not stay or postpone 
a proposed order attached to the report, it will become the 
order of the Commission. On the title page of the report notice 
is given that “Exceptions, if any, must be filed with the secre- 
tary, Interstate Commerce Commission, Washington, D. C., 
and on all other parties in interest, within 20 days from date 
of service shown above (May 7). Otherwise at the expiration 
of said 20-day period the attached order will become the order 
of the Commission and will become effective unless exceptions 
have been seasonably filed by other parties, or the order is 
stayed or postponed by the Commission.” 

By order of the Commission, division 5, the matter of the 
application was referred, as the report said, to John L. Rogers, 
director, Bureau of Motor Carriers, for hearing and for the 
recommendation of an appropriate order thereon, to be accom- 
panied by the reasons therefor. 

Pan-American Bus Lines sought a certificate to continue 
an operation as a common carrier of passengers and baggage, 
which was commenced August 10, 1935, between New York, 
N. Y., and Miami, Fla., serving a number of intermediate and 
off-route points. 

Atlantic Greyhound Lines, East Coast Stages, Inc., Vir- 
ginia Stage Lines, Inc., Richmond Greyhound Lines, Inc., Penn- 
sylvania Greyhound Transit Co., People’s Rapid Transit Co., 
Inc., Pennsylvania Greyhound Lines, Inc., Florida Motor Lines, 
and The Short Line, common carriers of passengers by motor 
vehicle, and southern rail lines protested and opposed grant 
of the certificate. 

Applicant’s preparation for the institution of its New York- 
Miami service, Director Rogers said, began long before August 
10, 1935. It purchased lines in the south in 1934 and took 
steps to obtain certificates to operate in various states. These 
steps, he said, were taken because the code for the motor-bus 
industry in effect at that time required motor-bus companies 
which proposed to engage in interstate operation to hold in- 
trastate certificates in the states within and through which they 
proposed to operate. Pan-American Bus Lines has filed an 
application for a certificate under the grandfather clause for 
continuance of the service between Columbia, S. C., and Savan- 
nah, Ga. Director Rogers said that that application would be 
treated in a separate proceeding. 

The applicant, as shown by the report, specializes in the 
operation of busses between New York and Miami which carry 
passengers from one terminus to another without change ex- 
cept in case of physical necessity, through checking of baggage, 
the furnishing of pillows and newspapers and periodicals for 
the passengers and porters to point out places of beauty and 
historic interest. The through service is performed in about 
43 hours. It claimed, among other things, that the sort of 
service it was performing was unlike any offered in the terri- 
tory in question. Service was instituted with two busses. 
Later two more were acquired and at the time of hearing three 
busses were operating on the run between New York and 
Miami. Applicant considered, said the report, that it had 
created a new travel market and that 70 per cent of its pas- 
sengers traveled formerly by means other than by common 
carrier motor vehicle. 

Director Rogers’ report said that $11,892.62 represented the 
amount of cash which the applicant had paid for its equip- 
ment, that being the difference between the gross book value 
and $40,476 of outstanding equipment notes. Unquestionably, 
he said, the applicant was under-capitalized, and that it was 
now asking South Carolina to increase its capital stock to 
500 shares of a par value of $100 a share. 

“Based on the results of past operations,” says the report, 
“unless applicant receive new capital it will be unable within 
12 months from January 31, 1936, to discharge its current 
liabilities.” 

Applicant, the report says, does not consider its present 
schedules adequate, having been compelled to curtail its ad- 
vertising in New York when more passengers than it could 
accommodate were seeking reservations. The applicant said 
that if the certificate were granted, it planned to attempt to 
create a public demand for more than daily service, and it in- 
tended to allow that public demand to deterinine the number 
of additional trips which it would add. 

The territory between New York and Miami, the report 
said, was served by a network of motor bus lines. A number 
of those lines, it said, were known as Greyhound Lines, which 
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were affiliated with each other and were managed and con- 
trolled in a common interest, directly or indirectly, through 
ownership of voting capital stock by the Greyhound Corpora- 
tion. The Greyhound lines and the Florida Motor Bus Lines, 
the report said, were the only ones which presented evidence 
at the hearing. The running time of busses of the protestants 
ranged from a little more than 39 hours to a little more than 
52 hours. Railroad trains make the runs from a little less 
than 28 hours to a little less than 40 hours. 

The combined assets of Pennsylvania Greyhound Lines, 
Richmond Greyhound Lines, Atlantic Greyhound Lines, and 
Florida Motor Lines were over $13,000,000, having operating 
revenues of $13,355,209 and combined net profit of $3,099,514 
in 1935, says the report. 

The protesting motor lines considered the revenues from 
through traffic constituted the “cream” in the business and 
that if the applicant were to operate a daily schedule a large 
part of the “cream” which they received prior to August 10, 
1935, would be lost to them and they would be left the 
“skimmed milk,” provided by the local traffic. Director Rogers 
said that under the motor carrier act a common carrier of 
passengers by motor vehicle might not confine its operations 
to traffic local to its line if it was necessary or desirable in 
the public interest that it join with connecting carriers in 
through routes and joint rates. Here, he said, was an applicant 
which sought to continue to haul long-distance passengers only. 
Several years ago, the report said, it was necessary for a 
passenger from New York to Miami to change busses at least 
six times. On August 10, 1935, most of the through schedules 
of the Greyhound Lines and the Florida Motor Lines between 
New York and Miami, required, the report said, no more than 
three changes. 


Director Rogers said that in view of the similarity of 
purpose and text between section 1 (18) of the interstate com- 
merce act and section 207 (a) of the motor carrier act, the 
settled construction of section 1 (18) should be followed in 
interpreting section 207 (a) in questions relating to present or 
future public convenience and necessity of common carrier 
operation by motor vehicle, except in those instances in which 
the peculiar nature of motor vehicle service and operation, 
as compared with rail service and operation, demanded a differ- 
ent construction. The purpose of section 1 (18), (19), (20), the 
report said, was to prevent interstate carriers weakening them- 
selves by constructing or operating superfluous lines, and to 
prevent their being weakened by another carrier’s operation 
of a competing line not required in the public interest. 


The applicant, the report said, did not contend that the 
facilities of the lines between New York and Miami prior to 
August 10, 1935, were inadequate to serve the traveling public 
according to then existing practices. It conceded that the 
local field was well served hut it contended that the service 
instituted by it was a distinct type not in existence over any 
bus route prior to August 10, 1935, and that it was entitled 
to a certificate for its continuance. 


Rogers pointed out that it was doubtful whether services 
such as providing reading matter and oral descriptions of 
scenic or historic spots along the route, afforded to attract 
passengers, came within the description of “services” and 
“transportation” made in section 203 (a) (19). But he said 
that if they were then the Commission might compel the pro- 
testants to provide them. If they did not, he added, the Com- 
mission had no jurisdiction to grant a certificate because such 
services were accorded to passengers; also that the Commission 
might prescribe more through routes over existing lines. The 
applicant also contended that fares were lower where competi- 


tion existed. Rogers’ answer to that was that there was nothing 


in the record to show that any fares where competition existed 
pr did not exist were unreasonably high or unreasonably low. 

The report says that a daily average of 300 passengers 
by the bus mile was transported on representative. through 
schedules of protesting lines in 1935. On the same schedules, 
the average daily vacant seats were 294 by the bus mile. 


“Therefore,” says the report, “the busses of protestants 
on through schedules were only 65 per cent occupied and 
there was sufficient vacant space on protestants’ through sched- 
ules to transport all applicant’s passengers.” 

The rail lines opposed the application on the ground that 
there was adequate service. 


RAIL MONEY IN MOTOR LINES 


Declaring that the pending inquiry by the Interstate Com- 
merce Commission into railroad holdings and interest in high- 
way carriers is a “farreaching step” toward disclosing the ex- 
tent to which rail lines have entered this field, the National 
Local Trucking Associations, Inc., in a statement, said that 
the survey would also reveal whether the railroads had en- 
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gaged in what it called unfair practices by absorbing losses in 
local truck operations. (See Traffic World, May 2.) 

The association, representing local truck operations, pointed 
out that the Commission had set July 1 as the deadline for rail- 
roads to file data concerning their investments in highway 
motor carrier enterprises. Among other facts, the railroads 
are required to show the tonnage of freight handled in local 
drayage in 1935. 

“This means,” said Philip A. Smith, Jr., of Chicago, presi- 
dent of the association, “that the rail lines must show the 
tonnage of freight handled in local drayage operations by high- 
way motor vehicles in which the railroads are financially in- 
terested. This information is essential in properly coordinat- 
ing transportation agencies and assuring rates that will com- 
pensate all forms of transportation. And it will give the public 
valuable information as to whether railroads are operating in 
the local trucking field at a loss that is being passed along in 
rates for shipments to distant points.” 


MOTOR TARIFF COMPLAINT 


The first formal motor complaint made public by the Com- 
mission, No. BMC-C 5, Middle Atlantic States Motor Carrier 
Conference, Inc., vs. Oelerich Transfer Co., appears to cover 
a controversy between a tariff publishing agency and an in- 
dividual motor carrier. The Middle Atlantic States Motor 
Carrier Conference says it is an organization for the purpose of 
compiling tariffs of rates and charges; dealing with matters 
relating to tariffs, rates, rules, regulations of its members and 
the protection of its members against the publication of rates, 
charges, rules or regulations of competing truck operators or 
competing forms of transportation which are unreasonable, 
unjust, discriminatory, or preferential in violation of the motor 
carrier act. The complainant states it has 482 members for 
and in behalf of which this complaint is filed. 

The complaint asserts that the defendant claims to be a 
common carrier and at the same time a contract carrier in the 
transportation of property by motor truck from, to, or between 
points in Maryland, Virginia, District of Columbia, and other 
states and that as such as common or contract carrier it is 
subject to part 2 of the interstate commerce act. 

According to the complaint the transfer company in filing 
its MF I. C. C. No. 1 containing local and joint class and com- 
modity rates filed an illegal document because, among other 
things, the fact of the tariff says the rates are subject to Con- 
solidated Freight Classification No. 10, Official Classification 
No. 54, Agent Greenly’s I. C. C. O. C. No. 54. However, says 
the complaint, defendant is not a participating carrier in that 
classification as is required by law by reason of failure to con- 
stitute as its lawful agent a person empowered to file a classi- 
fication in behalf of defendant as is required by Rule 10 of 
Tariff Circular MF No. 1. The complaint points out other 
particulars in which it is asserted the tariff is illegal and 
therefore null and void. The complaint asserts that the de- 
fendant is a common carrier and not a contract carrier. 

The complaint asks for a cease and desist order, and one 
requiring defendant to establish and put in force rates, rules 
or regulations which are just and reasonable and comply with 
the interstate commerce act and the regulations thereunder. 








IMPROVEMENT OF HIGHWAYS 


The Traffic World Washington Bureau 


Estimates that in the fiscal year ending June 30, 1938, and 
June 30, 1939, federal taxing of motor vehicles, auto parts, oils, 
gasoline and. transportation of oil by pipe line, will produce in 
excess of $300,000,000 each year as against authorized highway 
appropriations of $244,000,000 each year as proposed in the 
federal aid highway bill, H. R. 11687, are set forth in the report 
of the Senate committee on post offices and post roads recom- 
mending passage of the bill by the Senate. The authorizations 
include $50,000,000 a year for elimination of railroad grade 
crossing hazards. 

“If travel by motor vehicles was not so completely and 
intimately woven into the fabric of the habits of life of the 
American people this would appear to be a heavy burden put 
upon them,” says the committee report, referring to the recom- 
mendation that $244,000,000 a year be appropriated. 

“But no one who uses the roads object to paying his fair 
share to make them better. It is interesting to note that while 
the federal-aid highway expenditures from 1916 to 1936 have 
amounted to $1,987,655,000, the sums collected from federal 
taxation because of the use of the motor vehicles during the 
same 20 years have aggregated $2,033,922,000. Not only have 
those who use the roads paid into the treasury enough to 
more than meet all expenditures during the past two decades 
but this is especially true during the fiscal years from 1933 
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to date when the largest sums ever appropriated by Congress 
were expended on highway construction.” 

The committee included in its report a table showing fed- 
eral aid highway expenditures of $829,847,173 for the period 
June 30, 1932, to March 31, 1936, the total including $654,300,158 
of emergency and public works money. Federal tax income 
from motor vehicles and gasoline in the same period was $958,- 
427,839, including $624,063,990 of gasoline tax receipts, accord- 
ing to the report. Continuing the committee said: 


The above figures clearly indicate that with new automobiles and 
trucks being sold in the United States at the rate of over 3,000,000 
each year it may be expected with certainty that the federal revenues, 
at the present rates of taxation, derived from the use of motor ve- 
hicles will substantially exceed $300,000,000 during each of the fiscal 
years 1938 and 1939 when the authorizations in the bill are in effect. 
The following figures for the calendar year 1935, obtained from the 
Bureau of Internal Revenue, fully justify that assumption: 

Sources of revenue: Amount collected 
Lubricating oils $ 28,818,919 
Gasoline 
Transportation of oil by pipe line 
Crude petroleum processed, etc. 

Automobile trucks 

Automobile and motor cycles 

Auto parts and accessories 

Tires 


Total (all automotive) 

Per cent of all revenues collections 9.8 

While it is true that all of the gasoline and lubricating oils pro- 
duced are not consumed by motor vehicles the margin of over $50,000,- 
000 between the proposed annual federal highway expenditures and 
the annual collections from the sources above listed makes it safe to 
say that the road users will continue to pay for all the road improve- 
ments made available to them by the terms of this bill. So long as 
the taxes that they thus pay are not diverted to any other use, there 
~ st be less complaint about them than from any field of federal taxa- 
tion. 

Grade Crossing Elimination 


With respect to elimination of grade crossing hazards, the 
committee pointed out that under the 1935 emergency relief 
act $200,000,000 was allocated for that work and said the 
program was well under way. Plans had been approved, it 
said, for specific projects that would cost $103,000,000 and con- 
tracts had been awarded in the amount of $65,000,000. It added 
it was believed that $50,000,000 a year as proposed would pro- 
vide for continuance of the program at a reasonably satisfactory 
rate. 

Like the original appropriation this federal fund, said the 
committee, need not be matched by the states for two reasons, 
first, because the states were compelled in many instances to 
incur heavy expense in acquiring property and in paying prop- 
erty damages in centers of population where grade crossings 
were eliminated and, second, because the railroads furnished 
rights-of-way and rendered valuable engineering assistance. 

The committee directed attention to the decision of the 
Supreme Court of the United States of March 4, 1935, delivered 
by Justice Brandeis, in the case of Nashville, Chattanooga & 
St. Louis Railway against commissioner of highways, on appeal 
from the Supreme Court of Tennessee (see Traffic World, March 
9, 1935, p. 435). In this connection it said the court had taken 
cognizance of “the fundamental change which has been brought 
about in the relative importance of rail and highway trans- 
portation.” The committee included in its report extracts from 


this decision involving the question of a railroad being required’ 


to bear one-half the cost of an underpass. The Supreme Court 
held that the Tennessee Supreme Court erred in refusing to 
consider whether the facts relied on by the railway established 
as arbitrary and unreasonable the imposition on it of one-half 
of the cost of the underpass. It was in this decision that Justice 
Brandeis commented on “the revolutionary changes incident to 
transportation wrought in recent years by the widespread 
introduction of motor vehicles,” and made the statement that 
it was the railroads which now required protection from 
dangers incident to motor transportation. 

At the suggestion of Senator Lonergan, of Connecticut, 
said the committee report, a condition was attached to the 
bill that no part of the appropriation made “shall be approved 
for expenditure on any highway unless proper safety protective 
devices shall be installed or be in operation at any highway 
and railroad grade crossing or drawbridge. . . .” 


PURCHASER SUBSTITUTION FORM 
The Commission, by division 5, has prescribed, by order, 
form BMC-26 to be used in the filing of applications for the 
substitution of a prospective purchaser in lieu of the person 
or company that has made the application, under sections 206 
and 209 of the motor carrier act. The form to be used where 
a prospective purchaser wishes to substitute himself for the 
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applicant requires the submission of data concerning the pros- 
pective purchaser and the prospective seller that will disclose 
the number of vehicles owned by each. It also requires the 
purchaser to disclose whether he or it is a carrier or person 
controlling or controlled by motor, rail, express or water car- 
rier. The information is also to show, if that be the fact, that 
the prospective purchaser is neither a carrier nor a person 
controlling or controlled by a motor, rail, express, or water 
carrier. 


PENNSYLVANIA’S TRUCK CASE 


The Pennsylvania Transfer Co. of Pittsburgh (now changed 
to Pennsylvania Truck Lines, Inc.), a Pennsylvania railroad 
agency for the coordination of its rail lines with truck lines 
in its territory, has asked for rehearing in BMC-F 1. In that 
docket it applied to the Commission for authority to acquire the 
properties and business of the Chicago-Cincinnati Motor 
Freight Lines. A hearing was held on the application and a 
proposed report was made by J. Edward Davey, chief of the 
section of finance in the Commission’s Bureau of Motor Car- 
riers, recommending denial of the application on the ground 
that the transfer company had not shown that the proposed 
acquisition would promote the public interest (see Traffic 
World, April 25, p. 780). 

In that report Mr. Davey said, “the descriptive statements 
and assertions on behalf of applicant with respect to the bene- 
fits accruing from coordination of rail and motor services, 
while no doubt susceptible of proof, are unsupported by mate- 
rial facts and evidence sufficient to justify the entering of an 
order approving and authorizing the purchase covered by the 
application and which material facts and evidence are such 
a vital phase of the instant case.” 

The applicant, without presently formally excepting there- 
to, stated its belief that the testimony of the witness on that 
point contained sufficient evidential facts to support proof of 
the statutory requirements of section 213(a)(1) of the motor 
carrier act with respect to the approval or authority sought 
in the application. Nevertheless the petitioner said in order 
that the Commission might be apprised of all material facts 
bearing on the question, it desired opportunity for, and on 
rehearing if one were granted, or in such other manner as the 
Commission might in its discretion prescribe, to submit further 
detailed evidence in support of the application to prove “that 
the proposed transaction will promote the public interest by 
enabling such carrier other than a motor carrier to use service 
by motor vehicle to public advantage in its operations.” 

The applicant alleges that the testimony of one of its wit- 
nesses was incomplete and the answer not fully responsive to 
the real intent of a question of the examiner. The incomplete- 
ness of the answer of the applicant’s witness caused the ex- 
aminer to say, “the vice president of applicant was unable to 
state in what manner the patrons of the line to be acquired 
would benefit by the consummation of the transaction, and, in 
response to direct interrogatory as to what Pennsylvania Truck 
Lines, Inc., proposes to do with the vendor’s property that 
said vendor is not doing at the present time, stated there are 
no definite plans other than to operate it as the present owner 
is now operating it.” 

The applicant said it desired opportunity to afford the 
witness to supplement the answer to the end that the answer 
would be fully responsive to the real purpose of the question, 
and would be consistent with the testimony of that witness on 
direct examination and also with the testimony of another 
witness and fully cooperative of the real intention of the ap- 
plicant with respect to the utilization of the Chicago-Cincin- 
nati Motor Freight Lines to afford the public adequate service, 
namely: to improve the service and operations of the Chicago- 
Cincinnati Motor Freight Lines by the addition of such equip- 
ment, personnel and other facilities as may be necessary from 
time to time to meet the public requirements for trucking 
service in the area serviced by Chicago-Cincinnati Motor 
Freight Lines in Pennsylvania Railroad territory. 

Appendices to the application were intended to show what 
additional material would be offered in support of the appli- 
cation. 


JOINT MOTOR BOARDS 

The Commission, by division 5, has created the following 
additional joint motor boards: 

No. 17 for Illinois, Indiana and Wisconsin, composed of 
Andrew Olson, for Illinois; Moie Cook, for Indiana, and A. R. 
McDonald for Wisconsin. 

No. 18 for Massachusetts and Rhode Island, composed of 
Leo H. Leary for Massachusetts and» Frederick A. Young for 
Rhode Island. 

No. 19 for Kansas and Nebraska, composed of Ernest E. 
Blincoe for Kansas and Hugh Drake for Nebraska. 








. No. 19 


he pros- 
disclose 
‘ires the 
- person 
iter car- 
act, that 
i person 
r water 


J} 


changed 
railroad 
ick lines 
In that 
quire the 
i Motor 
manda 
f of the 
tor Car- 
> ground 
proposed 
2 Traffic 


atements 
he bene- 
services, 
by mate- 
ng of an 
d by the 
are such 


ng there- 
; on that 
proof of 
he motor 
y sought 
in order 
rial facts 
. and on 
er as the 
it further 
ove “that 
terest by 
se service 
ns.” 

f its wit- 
onsive to 
complete- 
d the ex- 
unable to 
acquired 
n, and, in 
nia Truck 
erty that 
there are 
ont owner 


ifford the 
1e answer 
question, 
vitness on 
f another 
of the ap- 
go-Cincin- 
te service, 
» Chicago- 
ich equip- 
sary from 
- trucking 
iti Motor 


show what 
the appli- 


. following 


mposed of 
and A. R. 


mposed of 
Young for 


Ernest E. 





No. 20 for Massachusetts and New Hampshire, consisting 
of Leo H. Leary for Massachusetts and Winslow E. Melvin for 
New Hampshire. 

No. 21 for Illinois and Indiana, composed of Andrew Olson 
for Illinois and Moie Cook for Indiana. 

No. 22 for Connecticut and Massachusetts, composed of 
Edw. L. Taylor for Connecticut and Leo H. Leary for Massa- 
chusetts. 

The Commission, by division 5, has created additional joint 
motor boards as follows: 

No. 23, for Indiana and Michigan, Samuel L. Trabue to 
serve for Indiana and Harold J. Waples for Michigan. 

No. 24, for Minnesota and North Dakota, Frank W. Matson 
to serve for Minnesota and Elmer W. Cart for North Dakota. 

No. 25, for Kentucky and Tennessee, Cliff Claypool to 
serve for Kentucky and W. H. Turner for Tennessee. 

No. 26, for Minnesota and South Dakota, Frank W. Mat- 
son to serve for Minnesota and F. S. Pickart for South Dakota. 

No. 27, for Ohio and Pennsylvania, E. J. Hopple to serve 
for Ohio and P. Stephen Stahlnecker for Pennsylvania. 





TRANSPORTATION CONFERENCE 
The Traffic World Washington Bureau 


The committe of conference on national transportation on 
which there are representatives of the Association of American 
Railroads, the American Trucking Associations, Inc., and the 
National Industrial Traffic League, met in Washington this 
week but made nothing public as to what it did. It was under- 
stood there was further discussion of truck rate making, and 
the existing situation with respect to non-observance by truck- 
ers in certain instances of published charges, as well as opera- 
tion of trucks without the filing of applications for certificates 
or permits. 

It has developed in connection with this conference that the 
railroad representatives take the position they did not approve 
the principles as to rate making which were submitted to the 
meeting of the National Industrial Traffic League in Washing- 
ton March 31 (see Traffic World, April 4, p. 638) and which 
the League approved at that meeting. The executive committee 
of the American Trucking Associations, Inc., has approved the 
principles but the board of directors of that organization has 
yet to act. 

All that the railroad representatives did with respect to 
the principles, the text of which were published in The Traffic 
World of April 4, p. 628, according to them, was to say they 
would submit them to their association. The railroad associa- 
tion has not yet acted on them. 

The set of principles has been described as a declaration 
against cutthroat competition. Some members of the confer- 
ence are understood to feel that nothing effective toward 
eliminating unfair competition as between the railroads and 
the trucks can be accomplished until there is a stabilized situa- 
tion with respect to truck rates, the contention being made 
that such a situation does not yet exist. Another point made 
is that probably the practical way to approach the matter 
would be to have it handled locally by representatives of 
railroads and truckers rather than on a national basis. 


RAILROAD TRUCK SERVICE IN TEXAS 


The motor transportation division of the Texas Railroad 
Commission has approved the purchase from the McCauley 
interests by the Texas and New Orleans Railroad, subsidiary 
of the Southern Pacific, of the common carrier motor truck 
line that runs between Austin and Marble Falls and interme- 
diate points. The purchase is in keeping with what is 
considered to be the policy of the railroads of Texas of 
substituting truck transportation for short haul rail service. 
Independent truck operators have been opposing before the 
state commission this invasion by railroads of the field they 
formerly occupied exclusively. 


The new policy of the railroads is to haul carload freight 
to key points, roughly 100 to 150 miles apart, and to distribute 
the freight to intervening points by common carrier truck line. 
The same truck lines serve to gather up freight, to be assembled 
in larger quantities at key points. 

At a recent hearing before the commission testimony was 
taken and arguments of attorneys for railroads and truck lines 
were made.in the application of the Texas and Pacific to estab- 
lish a “break up” truck operation between Texarkana and 
Marshall. A similar application has been heard for the link 
between Abilene and Sweetwater. Recently the Southern 
Pacific acquired a privately-owned truck line between Austin 
and Houston. 

J. C. Duvall, representing the Texas and Pacific, told the 
commission the line had substituted three-time-a-week local 
freight train service on the Marshall-Texarkana division for 
daily service, but by operating auxiliary trucks, it would afford 
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daily service of such trucks to the intervening points. He dis- 
claimed any purpose of the railroads to monopolize common 
carrier truck operations, even in direct parallel to the rail- 
road lines. The state law directing that common carrier rail 
and truck services be “coordinated”—that is, that certificates 
granted trucks should take into account existing rail facilities 
—was cited by him as a basis for seeking the integrating of 
facilities. 

He said “four thousand pounds of local freight a day does 
not justify the daily operation of a local freight train service 
between Marshall and Texarkana,” and that the losses shown 
in such service justified the railroad’s abandoning part of the 
train service. He said the proposed “break-up” truck opera- 
tion was offered as a less expensive, more mobile way of 
affording daily service to shippers. 

Frank Rawlings, of Fort Worth, Carl Phinney, of Dallas, 
and Carl Calloway, of Fort Worth, attorneys for independent 
motor truck lines, argued against granting the Texas and Pa- 
cific truck permit. Mr. Calloway contended that the railroad, 
by obtaining permission to abandon part of its train service, 
had created the situation on which it relied for truck permits 
in competition with existing lines. He declared the situation 
involved possibilities for destroying competition. 


CONTRACT-COMMON CARRIER QUERY 


The Gadsden Transfer Co., Inc., East Gadsden. Ala., has 
asked the Commission to suspend a number of supplements 
to Dempsey’s southern truck publications, all effective May 
18, which appear to raise the question as to whether a contract 
carrier by motor vehicle may lawfully participate in through 
routes and joint rates with a common carrier by motor vehicle. 
This request for suspension is formal action in accordance with 
a prior request by the transfer company that these Dempsey 
publications be suspended when filed. (See Traffic World, 
April 25, p. 781.) 

The request for suspension is limited to those parts of 
the publications that purport to make the Motor Convoy, Inc., 
a participating carrier in the tariffs mentioned. In addition 
to suspension of the tariff, the transfer company asks the 
Commission to enter into an investigation with a view to de- 
termine whether or not the Motor Convoy may lawfully par- 
ticipate in common carrier tariffs and engage in common 
carrier transportation, when, as a matter of fact, it was in 
the past, and is now, solely a contract carrier of a limited 
number of commodities. 


In giving consideration to this petition, the transfer com- 
pany asks the Commission to refer to and take _ judicial 
knowledge of the Motor Convoy’s application dated February 
2, which says that Motor Convoy was and is a contract carrier. 
The protestant says it neither admits or denies the respond- 
ent’s right to operate as a contract carrier of automobiles and 
automobile parts for the Ford Motor Company, but it does most 
emphatically deny that respondents may now lawfully engage 
in the transportation of automobile tires, tubes and accessories 
from Gadsden, Ala., to any interstate destinations, or tire 
fabric from Catersville, Cedartown and Rome, Ga., to Gadsden, 
Ala. These operations, according to the request for suspen- 
sion, were not inaugurated until August 1, 1935, and, since 
such operations, unquestionbaly constitute a new and different 
service than that performed prior to July 1, 1935, according 
to the transfer company, it submitted that respondent was now 
required, under section 209(b) to prove that such operation 
would be consistent with the public interest and the policy 
declared in section 202(a) of the motor carrier act. The pro- 
testants contend that the transportation of automobile tires, 
tubes and accessories from Gadsden, Ala., to interstate des- 
tinations, and tire fabric from interstate origins to Gadsden 
was not, and is not within the scope of such permit as would 
otherwise be granted under the grandfather clause. It sub- 
mitted that since this is a new operation, begun since July 1, 
1935, the Commission should not accept either the supplements 
herein sought to be suspended, or any schedule or contract 
covering this particular operation, until_a certificate or permit 
has been issued by the Commission. The protestant further 
submitted that no such certificate or permit should be issued, 
in view of this protest, until public convenience and necessity, 
or consistency with the public interest has been shown. 

One of the questions which it is believed will arise in con- 
nection with this case is whether the Commission in a sus- 
pension proceeding which is relatively narrow, will dispose of 
the question whether under the motor carrier act a contract 
carrier may establish through routes and joint rates with a 
common carrier by rail, water or motor and, if so, what effect 
if any does such an arrangement have on its status as a con- 
tract carrier. That is one of the questions on which the Com- 
mission sought light in its list of questions submitted to the 
ge Ba last January. (See Traffic World, January 
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UNDERMINING THE M. C. A. 


Editor The Traffic World: 

The events of the last month appear to have vindicated 
the sceptics who, at the very outset, rejected as Utopian the 
plan of a nationally regulated system of motor transportation. 
The sceptics asserted—dogmatically, perhaps—-that the rail- 
roads were to be the principal beneficiaries of the M. C. A., 
designed, let it be noted, to further the aims and sends of the 
motor carrier. It is an ironical commentary on the organiza- 
tion of our industrial life that such carping criticism has become 
harsh and bitter fact. 

Supreme optimists suffered a rude awakening these last 
weeks and motor carriers everywhere had visions of the judg- 
ment day. And not unreasonably so. Had the proposals of 
several large eastern railroads been permitted to go unchal- 
lenged, the motor carrier would have been quite effectively 
eliminated as a competitive factor in the transportation world. 
Temporarily, at least, the I. C. C. has thought it wise to sus- 
pend the free pick-up and delivery proposals of the railroads. 
Whether this stay is to be but a breathing spell or whether 
it is to definitely determine the future policy of the I. C. C. 
depends largely, if not wholly, on the concerted activity of 
motor carriers, in every section of the United States. 


A brief survey of the recent railroad tariffs will, I trust. 
be no mere extravagance of time. When it became apparent 
that the motor carrier act passed the stage of theory and 
had emerged as an accomplished fact, railroads sought a plan 
reasonably certain of stifling the motor carrier industry. 
Briefly, railroads contemplated the offer of free pick-up and 
delivery service to an indeterminate number of shippers dis- 
tributed generally along its principal lines. To shippers who 
provided their own pick-up and delivery the railroads offered 
a gratuity of five cents for each one hundred pounds of freight. 
While true that shippers located at unequal distances enjoy 
unequal advantages, there are immediate and superficial ad- 
vantages, to be sure. Manifestly, if the cost of transportat‘on 
to shippers, providing their own pick-up and delivery service, 
were two cents a hundred pounds, there would result, in effect, 
a rebate of three cents. Similarly, where the cost of trans- 
portation was three cents the resultant rebate (for such it is) 
would be two cents. Here, then, is an illustration of patent 
discrimination between shippers. The disadvantageously lo- 
cated shipper, necessarily, would be penalized. It is not dif- 
ficult to see that severe dislocations of commodity prices, the 
vilest sort of competition—in a word, the precise evils we are 
attempting to eradicate—-would be an inescapable conclusion 
from this cleverly disguised system and practice of rebates. 

Undoubtedly, the strongest reverberations would be felt by 
motor carriers. The new deal in motor transportation so 
optimistically forecast by the advocates of the M. C. A. becomes 
a rather stale joke. Competition no less vicious and ruthless 
than that which obtained before the enactment of the M. C. A. 
would decimate the ranks of the motor carriers. Stripped of 
its legal and technical trappings, the recently proposed railroad 
tariffs imply the addition by railroads of motor carrier opera- 
tions to customary railroad functions. 


It is highly significant that, under the interstate commerce 
act, part II, the I. C. C. is fully empowered to regulate mo‘or 
carrier operations undertaken by railroads and, further, within 
the scope of the M. C. A., ample opportunity is provided for 
the coordination of rail and motor service. Here is the rub, 
however. Both part II and the various applicable sections of 
the M. C. A. contemplate uniform and stringent regulation. 
And regulation is the “nasty ole debbil’’ so thoroughly feared 
and distrusted by railroad officials. Rather hopefully, rail- 
roads prefer to regard their motor carrier overations as an 
adjunct to and integral part of railroad service subject only 
to part I of the I. C. A. 


One scarcely requires the services of a clairvoyant to fore- 
see that workers, their status, and conditions of labor will be 
adversely affected by the glorified rebate plan. The field of 
trucking now so widely and generally distributed among thou- 
sands of carriers would be centralized in the several large con- 
solidations fostered by the railroads. It is an elementary fact 
that huge combinations tend, first, to drive lesser competitors 
out, and, second, to narrow the field of employment. With 
fewer drivers and helpers to be engaged, competition for jobs 
becomes a serious, if not calamitious, problem. Wage levels 
are proportionately depressed, hours are lengthened, end 
economic security for the driver and helper disregarded as a 
shallow dream. Not the least of the evils anticipated is the 
employment of the immature and inexperienced who, in their 
youthful zeal. are often willing to accept offers rejected by 
older and more responsible men. Officials, both zovernment 
and business, are apprehensive that labor troubles will, under 
such circumstances, be encouraged. It is evident, then, that 
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the effects of the new railroad tariffs will be sharper and more 
— than appears on a cursory examination of the prob- 
em. 

As a final word, it is important to observe that the tariffs 
have been suspended and not rejected. Some three months 
ago, it will be recalled, substantially the same tariffs were 
approved in the instance of the western trunk lines and south- 
western railroads. The seven-months suspension will permit 
investigation of the cost to railroads of the proposed services 
and the legality of the new tariffs. A factor no less decisive 
in the consideration of the tariffs is their almost certain ten- 
dency to drive out of business competing motor carriers. It is 
urged that the continued vigilance and organized protest of 
the trucking industry is essential if the free pick-up and de- 
livery service plan is to be defeated. 


New York, N. Y., April 30, 1936. Nathan E. Zelby. 


MIDWEST SAFETY CONFERENCE 


Speaking at the commercial vehicle session of the Midwest 
Safety Conference at the Stevens Hotel May 5, Ted V. Rodgers, 
president, Amrican Trucking Associations, Inc., said that much 
of the fine safety record made by common and contract truck- 
ers in the state of Pennsylvania was due to a campaign of 
education among drivers staged by the Pennsylvania state 
truckers’ association. That campaign was intended to con- 
vince the drivers that the members of the state highway 
patrol were not enemies of truckers but their best friends. 
He told of the vast safety organization being built by the 
A. T. A. in the form of a safety committee with 3,000 mem- 
bers. Each of these members, he said, was in effect a field 
safety inspector whose duty it was to see that safety rules 
and recommendations adopted by the national organization 
were carried out in practical operation. As a result of these 
activities, he pointed out, highway carriers were attaining an 
enviable safety record. He said the month of March, 1936, 
showed a reduction of 23 per cent in truck accidents under 
February, 1936. What was necessary now, he said, in order 
to make the campaign more effective, was the cooperation of 
owner-drivers. That was a big factor, he added, because 
operations under the trucking code showed that there were 
an average of only 1.6 trucks to each trucking enterprise. 
Although he complimented the railroads on their safety record, 
he charged them with wilful distortion of facts in their pub- 
licity “for the purpose of creating sentiment against transpor- 
tation by motor vehicle.” He did not care to “mince any 
words” in discussing that point, he said, and told of an inter- 
view with a railroad statistician in which the charge that 
certain figures were misleading brought out the admission that 
“perhaps they were intended to be so.” 


R. C. Haven, engineer, Continental Baking Company, New 
York, N. Y., spoke on “The Need for Cooperative Action Among 
Fleet Operators to Reduce truck accidents.” He said the prob- 
lem of highway safety was one of engineering, education and 
enforcement, and that it could only be solved when truck 
operators generally realized that cooperative effort was neces- 
sary. George W. Barton, manager, highway traffic depart- 
ment, Chicago Motor Club, spoke on “Driver Tests: Their 
Uses and Limitations in the Commercial Vehicle Field.” He 
gave demonstrations of a number of mental and psychological 
tests advocated to discover the fitness of drivers to handle 
heavy motor vehicles on the road. 


There were sessions devoted to other safety problems on 
May 6 and 7. On the evening of -May 6, Paul G. Hoffman, 
president, Studebaker Corporation, South Bend, Ind., spoke on 
“Making Our Highways Safe for the Motorist at a banquet 
at the Stevens Hotel. 


ACCIDENT PREVENTION 


The House committee’ on interstate and foreign commerce 
has favorably reported H. R. 11108, a bill introduced by Repre- 
sentative Rogers of Massachusetts, to advance a program of 
national safety and accident prevention. The bill authorizes 
an appropriation of $50,000 to be expended under the direction 
of the Secretary of Commerce for the furtherance of the work 
of the accident-prevention conference created by Secretary 
ay Transportation interests are identified with this ac- 
tivity. 


MOTOR VEHICLE ACCIDENTS 


Investigation of the causes of automobile accidents and 
all possible means of preventing them by the Senate inter- 
state commerce committee is called for in a resolution (S. Res. 
293) offered in the Senate by Senators Lonergan, Gibson and 
Moore. The resolution was referred to the interstate commerce 
committee. 
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PICK-UP AND DELIVERY 


The Traffic World Washington Bureau 


Against the objections of many associations and operators 
in the motor carrier industry the Commission has authorized 
the railroads in the eastern district, on ten days’ notice, to 
extend or, in some instances, establish pick-up and delivery 
service, on less-than-carload or any-quantity freight, without 
allowances to shippers who serve themselves, or without charge 
to shippers sending or receiving shipments having had or 
designed to have a line haul service of more than 260 miles. 

At the time it announced that it had allowed the eastern 
railroads to extend or establish pick-up and delivery service 
the Commission said it had concluded not, at the present, to 
institute a nation-wide investigation of all contracts, owner- 
ships, and controls of trucking operations by railroads, and all 
free and below cost collection and delivery services and allow- 
ances therefore by railroads, requested by the American Truck- 
ing Associations, Inc., and the Brooks Transportation Co. 

It is possible for railroad publishing agents to prepare 
pick-up and delivery tariffs and get them to the Commission's 
files in time to make the pick-up and delivery service effective 
the middle of May or soon thereafter. 

The permission granted to eastern carriers makes it cer- 
tain that pick-up and delivery service will be nation-wide 
before June 1. At present some eastern railroads have pick-up 
and delivery service without charge on hauls not exceeding 260 
miles in length. They impose charges for pick-up and delivery 
service on freight hauled in excess of 260 miles. 

In the western and southern territories the carriers have 
pick-up and delivery service without limit on the length of 
hauls, with an allowance to shippers who perform their own 
pick-up and delivery service. That service went into effect in 
those territories early in the year through the refusal of the 
Commission to suspend tariffs providing for it. 

In 1933 some of the eastern carriers established pick-up 
and delivery on the basis of free service on hauls not exceeding 
260 miles and a surcharge on hauls of 260 miles and greater. 

The tariffs which the Commission has authorized eastern 
carriers to file will extend the free pick-up and delivery 
without mileage limit and will take the place of tariffs provid- 
ing for such free pick-up and delivery in connection with 
the surcharges on the greater distance shipments. 

The service which has been authorized was suggested by 
the Pennsylvania and several other eastern lines after the 
Commission, in I. and S. No. 4191, pick-up and delivery service 
in official territory, had suspended tariffs proposing pick-up 
and delivery at their own expense, or an allowance of five 
cents a 100 pounds to the consignor or consignee who per- 
formed service for himself. In connection with the issuance 
of the permission and the denial of the petition for general 
investigation, the Commission issued the following notice ad- 
dressed to interested parties: 


Under date of April 14, 1936, the Pennsylvania railroad, the Erie 
railroad, the Boston & Maine, and certain other lines operating in 
official territory petitioned the Commission for modification of its order 
in I, and S. docket No. 4191, pick-up and delivery in official territory, 


or by special permission to permit them to establish generally through- 


out official territory free pick-up and delivery service of less-than- 
carload and any-quantity shipments of freight regardless of the length 
of the line-haul. This petition merely contemplated the extension of 
the free pick-up and delivery service of these lines which is at present 
in effect quite generally for hauls of 260 miles and less so as to include 
hauls beyond that distance without charge over and above the line-haul 
rate, but did not propose any allowance to shippers for performing 
their own drayage service similar to that suspended in I. and S. docket 
No. 4191. Subsequently the Baltimore & Ohio railroad filed a request 
that any permission granted be extended to embrace that line. Upon 
consideration of this petition and the replies thereto, and the applica- 
tion of the Baltimore & Ohio railroad, the Commission has issued 
special permission No. 152919, dated May 4, 1936, authorizing petitioners 
and the Baltimore & Ohio railroad to establish such free pick-up and 
delivery service on 10 days’ notice. This action will not affect the 
investigation of the issues raised in I. and S. docket No. 4191, and that 
proceeding will be set for hearing and determined in the regular course. 

The American Trucking Associations, Inc., and Brooks Transpor- 
tation Company, Inc., under date of April 13, 1936, petitioned the Com- 
mission to institute on its own motion a nation-wide investigation of 
all contracts, ownerships, and controls of trucking operations by rail- 
roads, and all free and below-cost collection and delivery services and 
allowances therefor by railroads. After consideration of the petition 
and replies thereto the Commission has concluded at the present not 
to institute such a general investigation. 


The Commission's special permission issued on petition of 
the Boston and Maine, Grand Trunk, Pennsylvania, and others 
follows: 


Whereas, The Commission by its order in I. and S. docket No. 4191 
dated March 31, 1936, and first supplemental order thereto dated April 
22, 1936, having suspended until November 1, 1936, tariff schedules 
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therein referred to in so far as they establish, cancel, or otherwise 
affect rules, regulations and provisions in connection with pick-up and 
delivery of freight moving on less-than-carload or any-quantity rates 
at points in official territory, and allowances therefor when the service 
is performed by shippers or consignees, and 

Whereas, The Commission having under consideration the petition 
of the Boston and Maine railroad, Grand Trunk railway system, the 
Pennsylvania Railroad Co. and other carriers in official territory dated 
April 14, 1936, requesting permission to publish and file on less than 
statutory notice schedules providing for pick-up and delivery service 
on traffic moving at less-carload or any-quantity station-to-station rates, 
subject to a minimum of 30 cents per 100 pounds, irrespective of length 
of haul, and answers thereto: 

It is ordered, That any and all carriers listed in appendices ‘‘A”’ 
and ‘‘C"’ to said petition, the Baltimore and Ohio Railroad Co., or their 
duly authorized agents are hereby authorized to cancel their schedules 
now in effect, naming pick-up and delivery service rules governing 
less-than-carload freight held in force by reason of the order in I. and 
S. docket No. 4191, and to establish in lieu thereof, or in the first in- 
stance, upon not less than ten days’ notice to the Commission and the 
general public by posting and filing in the manner required by law, 
rules and regulations governing pick-up and delivery service on less- 
than-carload freight moving on less-carload or any-quantity rates at 
station-to-station rates irrespective of length of haul, subject to a mini- 
mum rate of 30 cents per 100 pounds, at points named in the schedules 
of said carriers or their duly authorized agents, under suspension in 
I, and S. docket No. 4191, provided that the schedules filed under this 
permission do not provide allowances to shippers or consignees for any 
service performed by them. 

It is further ordered, That schedules issued under this permission 
shall bear the notation ‘‘Issued on ten days’ notice under permission 
of the Interstate Commerce Commission No. 152919 of May 4, 1936.’’ 

It is further ordered, That carriers or their agents, when issuing 
and filing the schedules hereinabove referred to shall observe strictly 
the terms and conditions of this permission, and that this permission 
shall be void thirty days from the date hereof. 

And it is further ordered, That this permission does not modify 
any outstanding formal orders of the Commission, except as herein 
provided, nor waive any of the requirements of its published rules 
relative to the construction or filing of tariff publications, nor modify 
any of the provisions of the interstate commerce act except as to the 
notice to be given, nor does it affect in any way the investigation in 
Il, and S. docket No. 4191, or the issues therein. 


The Commission divided, 6 to 5, on the question of allow- 
ing eastern carriers to extend or establish this pick-up and 
delivery service. The six voting for granting the petition of 
the eastern carriers were Aitchison, McManamy, Porter, 
Mahaffie, Tate and Miller. Those voting no on the petition 
were Meyer, Eastman, Lee, Splawn and Caskie. 

Commissioners Eastman, Lee and Caskie, who are mem- 
bers of division 5 which has administrative charge of the motor 
vehicle part of the Commission’s work, voted to grant the 
petition of the American Trucking Association, Inc., for a gen- 
eral investigation. 

Commissioner Lee moved to institute an investigation into 
pick-up and delivery service in the southern and western dis- 
tricts but the motion was lost being supported only by Lee, 
Eastman, Miller and Caskie. 

The issues created by I. and S. No. 4191, which the Com- 
mission’s notice says are not affected by this action, have not 
been defined. No hearings have been held in that case. 
Seemingly, the big issue in that case when it has been devel- 
oped will be as to whether the railroads are justified in pro- 
posing an allowance to consignors and consignees when they 
elect to perform the service for themselves. 

In many suspensiqn cases the Commission condemns the 
proposal or proposals made by carriers without prejudice to 
their doing something else. This proceeding, it is believed, 
does not raise the issue whether pick-up and delivery, under 
any conditions, should be permitted. There is pick-up and 
delivery service now under tariffs which the Commission re- 
fused to suspend when it was proposed by some carriers in 
the eastern district. The Commission likewise refused to 
suspend tariffs of like import in the south and west, providing 
for allowances in most instances, The validity of tariffs al- 
lowed to become effective before I. and S. No. 4191 was 
created, it is believed, is not and cannot be brought into ques- 
tion in that proceeding. 

Single truck companies, as distinguished from associations, 
began taking such an interest in the subject of pick up and 
delivery that early in May they began sending telegrams on 
the subject to the Commission, in connection with I. and S. 
No. 4191. 

“We wish to protest strenuously railroad appiication for 
modification collection and delivery suspension order to per- 
mit universal application’of this service without allowances to 
shippers,” said the Richards Motor Lines, Scranton, Pa. 

From R. L. Weck, Louisville, Ky., came a telegram saying 
“operations this locality object strenuously rail operations of 
motor vehicles without compliance with motor carrier act; also 
protest any action indirectly authorizing such operatior collec- 
tion and delivery tariffs.” 
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The Eastern Carrier Corporation, Scranton, Pa., successor 
to A. Blackmore Transfer Co., wired, “we wish to protest 
strenuously railroad application for modification collection and 
delivery suspension order to permit universal application of 
this service without allowances to shippers.” 

The Hammermill Paper Co., in a letter to the Commission, 
said it desired to be recorded as favoring the petition of eastern 
rail carriers in I. and S. No. 4191, seeking permission to estab- 
lish pick-up and delivery service without allowances or sur- 
charges in official territory. 

“We believe the rail lines should be given the opportunity 
to extend this service to the shipping public, the same as other 
forms of transportation are now doing,” says the paper com- 
pany. “The trucks now operate for all classes of freight and 
handle tonnage for all distances, assessing a single charge for 
all necessary service, including pick-up and delivery. ‘The 
same is true of the forwarding companies, whose services are 
available between the important cities in official territory. 

“This service would, no doubt, greatly increase the rail 
carriers’ less than carload tonnage. Citing our own case as 
an example, we have much outbound tonnage now being 
favored for other means of transportation for no other reason 
than pick-up service and delivery at our customers’ doors at 
rates that are equal to or lower than those of the rail carriers. 
Practically all of this tonnage would be returned to the rail 
carriers if they were allowed to extend to us the same service 
as is rendered by their competitors. 

“Terminal to terminal service on less than carload ship- 
ments is an incomplete transaction. That method usually re- 
quires the services of two additional parties, while pick-up and 
store-door delivery service as given by truckers is one trans- 
action, thus improving and simplifying transportation service. 
If the rail lines are to compete in this business, it is essential 
that they perform the transaction in exactly the same manner.” 

The Associated Truck Owners’ Service, Inc., and Master 
Truckmen of America, Inc., in a brief in I. and S. No. 4191, say 
the petition of the eastern carriers to establish pick-up and 
delivery service without surcharge or allowances should be 
denied because the order of the Commission of March 31, 1936, 
would be evaded, the jurisdiction of the Commission regarding 
motor transportation would be seriously harmed, an unjustified 
discrimination between shippers and independent truckmen 
would result, a destructive competitive force would be placed 
into operation, a discrimination as to rates in violation of 
section 2 of the interstate commerce act would result, and the 
intention of the Commission to investigate the entire subject 
of free store door delivery and pick-up service would be in- 
directly nullified.” 

Southern railroads, answering the petition of the American 
Trucking Associations, Inc., and Brooks Transportation Com- 
pany for a general investigation respecting pick-up and delivery 
performed by the railroads in the southern and western dis- 
tricts, make an effort to show, as they say, that the petition 
is predicated on a wholly erroneous theory of law and that 
the tariffs are not illegal for the reasons claimed by the peti- 
tioners or for any other reasons. They declare that the peti- 
tioners have overlooked the pertinent parts of part I of the 
interstate commerce act and the decisions of the courts con- 
struing those provisions. 

“Indeed,” declares the reply, “the best answer and the 
conclusive answer to the points now sought to be made by these 
petitioners is found in the language of part I of the interstate 
commerce act itself and in the numerous decisions of the Com; 
mission and the courts construing that language.” 

The southern railroads declare that the petitioning truck 
interests are fundamentally wrong as a matter of law in their 
contention that pick-up and delivery is subject to part II and 
that tariffs providing for such service must reflect joint rates 
or concurrences with the motor carriers performing such serv- 
ice and that such motor carriers must hold certificates of public 
convenience and necessity. In support of that proposition the 
southern railroads cite the answer made by the Association 
of American Railroads to the Commission’s questionnaire dated 
January 21 (see Traffic World, January 25, p. 169). The 
— to that list of questions the Commission has never made 
public. 

The statuts of truckers engaged by the railroads to perform 
pick-up and delivery service for them is discussed by the asso- 
ciation in answer to the Commission's first question. A query in 
that question was as to whether truckers performing that serv- 
ices were common or contract carriers in their own right, under 
the conditions therein set forth. 

“It is our view,” says the association answer, ‘“‘that under 
such circumstances the truck operators are not common carriers 
in their own right nor are they contract carriers with respect 
to such services, but are a mere agency or instrumentality 
of the carrier or company which contracts or arranges for the 
shipment.” 
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Arguing for the view that truckers performing pick-up 
and delivery service are mere agents or instrumentalities of 
the railroads, the Association of American Railroads points out 
that section 203 (a) (14), defining the term “common carrier by 
motor vehicle” says it “means any person who or which under- 
takes, whether directly or by lease or any other arrangement, 
to transport passenger or property, or any class or classes of 
property, for the general public in interstate or foreign com- 
merce by motor vehicle for compensation, whether over regular 
or irregular routes, including such motor vehicle operations of 
carriers by rail or water, and of express or forwarding com- 
panies, except to the extent that these operations are subject 
to the provisions of part I.” 

The association says that the fact that such service is 
subject to part I is well established not only by the construc- 
tion that the railroads themselves for years have placed on 
the interstate commerce act but also by a long line of decisions 
by the Commission. The association's answer recites the his- 
tory of pick-up and delivery cases before the Commission on 
account of such service in Baltimore, Md., and Washington, 
D. C., for many years prior to 1913 and dealt with in Casassa 
vs. Pennsylvania, 24 I. C. C. 629; Anacostia Citizens’ Associa- 
tion vs. B. & O., 25 I. C. C. 411; Washington, D. C., Store-door 
Delivery, 27 I. C. C. 347, and Merchants’ and Manufacturers’ 
Association vs. B. & O., 30 I. C. C. 388. 

In one of the decisions the statement is made that store- 
door service was established in Washington, D. C., in 1883, 
and that when these cases were decided provis‘on for the service 
was made in railroad tariffs. The association said that at the 
time these decisions were made it seemed to be assumed that 
store-door pick-up and delivery service by railroads subject 
to the interstate commerce act came within the provisions of 
that act, section 1 (3). The association’s answer, on which the 
southern railroads relied in their reply to the A. T. A. and 
Brooks petition, said that it might be well to bear in mind that 
it had been the custom in Great Britain for a long period of 
time for the railways to perform store-door pick-up and deliv- 
ery in connection with shipments that moved in line-haul 
transportation by rail. 

“The fact that this particular kind of service was never 
generally performed in the United States, except in Washing- 
ton and Baltimore,” says the association answer, “does not 
mean that the American railroads were without power to per- 
form the service or that it was a service, when performed in 
connection with shipments by rail, that it did not come under 
the control and regulation of the Interstate Commerce Com- 
mission.” 

In addition to referring to things said by the Commission 
in its inquiries into the motor vehicle operations of the coun- 
try, the association, also referred to its decision in Tariffs 
Embracing Motor-Truck or Wagon Truck Transfer Service, 
91 I. C. C. 539. In that case the Commission said that if the 
drayage or transfer charge was absorbed, the railroad tariff 
should show the conditions and the amount of the charge ab- 
sorbed. It also refers to Motor Truck Club of Massachusetts 
vs. B. & M., 206 I. C. C. 18, in which it held that the railroad's 
rates for transportation, including pick-up and delivery were 
not unreasonable or unjustly discriminatory. 

The southern railroads, in their reply to the petition, also 
call attention to state and national regulatory body decisions 
and decisions of the courts, upholding, as they contend, railroad 
pick-up and delivery. 





TUNNEL COMPANY PICK-UP AND DELIVERY 


The Chicago Tunnel Company, May 1, inaugurated free 
pick-up and delivery service on less-carload freight entering 
and leaving Chicago over the eastern railroads. The service 
was put in over the western and southwestern railroads two 
months ago, so that it is now generally effective. The tunnel 
company operates over 60 miles of freight tunnels under the 
streets of downtown Chicago and has direct connections with 
all railroad freight terminals. It operates four of its own 
universal freight stations. The company accepts package 
freight for all points in the United States and Canada and 
issues through bills of lading. Merchandise freight picked up 
before two o’clock in the afternoon leaves Chicago the same 
day in one of 1,600 scheduled package freight cars. 


LOCAL CARTAGE CLASSIFICATION 


A separate classification of local cartage truck operations 
is requested by the American Trucking Associations, Inc., in a 
brief filed by it in Docket No. BMC C-1. That is the Com- 
mission’s investigation to determine the extent and area of the 
municipalities of St. Louis, Mo., and East St. Louis, Ill., and 
municipalities contiguous thereto. 

While the brief deals with differences in, relating to and 
revolving around rates and charges, bills of lading, insurance, 
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safety and standards of equipment, accounting and statistics, 
organization experience and governmental practice as these 
matters touch on motor truck local cartage as distinguished 
from other types of truck operations, it suggests only that 
separate classification for local cartage. The request for that 
separate classification is made in view of the differences in 
characteristics peculiar to local cartage as shown in the brief. 
The brief says that if the Commission does not see fit at pres- 
ent to order such a classification the organization will welcome 
a special hearing on the general subject of classification of 
trucks under the terms of section 204 (c) of the motor carrier 
act. 





Though motor carrier news is segregated, as far 
as possible, in THE TraFFic WorLD under the head- 
ing, “Motor Vehicle Transportation,” there is gen- 


erally much matter pertaining to the subject that 
cannot be so segregated, and one interested espe- 
cially in motor carrier news should at least glance 
through the other pages of the magazine. 








Digest of New Complaints 





No. 27386, Levy-Ward Grocery Co., South Bend, Ind., vs. Grand Trunk 
Western. 

Rates, canned goods, Owosso, Mich., to South Bend, Ind., in 
violation of section 1. Ask new rate and reparation. (Ferbert B. 
Stephen and G. M. Stephen, attys., Chicago, Ill.) 

. 27387, Hausman Steel Co., Toledo, O., vs. Pennsylvania et al. 

Rates, concrete forms, Collins, N, Y., to Perryville, Md., in 
violation of section 1. Asks new rates and reparation. (Ferbert 
B. Stephen and G. M. Stephen, attys., Chicago, Ill.) 

. 27388, Hart-Carter Co., Peoria, Ill., vs. Boston & Maine et al. 

Rates, molding sand, Schuylerville, Ushers, Elnora, and Wemple, 
N. Y., to Peoria, Ill., in violation of section 1. Asks reparation. 
(R. W. Schapanski, trf. repr., Fruit Distributors Bldg., South 
Water Market, Chicago, Ill.) 


. 27389, Mitchelhill Seed Co., St. Joseph, Mo., vs. C. B. & Q. et al. 
Rates, cane and sudan seed (both sorghum seeds), points in Mo. 

to Birmingham, Ala., and Nashville, Tenn., in violation of sections 

l and 6. Asks new rates and reparation. (W. H. Fitzpatrick, atty., 

209 North 5th, St. Joseph, Mo.) 

. 27390, Cleveland-Cliffs Iron Co., Cleveland, O., vs. Lake Superior 

and Ishpeming et al. 

Rates, methanol (wood alcohol), Marquette, Mich., to Superior, 
Wis., in violation of sections 1 and 3, alleged undue preference 
being for competitors at Newberry, Mich. Asks reparation. (R. F. 
Lohman, trf, repr., Cleveland, O.) 


No. 27391, Larabee Flour Mills Co., Kansas City, Mo., vs. C. B. & Q, 
et al. 

Rates, in-transit shipments, wheat shorts and flour, between 
points in Kan., Mo., Ia. and Ky. in violation of section 1. Asks 
reparation. (E. H. Tipton, t. m., 525 New York Life Bldg., Kansas 
City, Mo., and W. R. Scott, atty., 1419 Board of Trade Bldg., 
Kansas City, Mo.) 


No. MFC-C 5, Middle Atlantic States Motor Carrier Conference, Inc., 
New York, N. Y., vs. Oelerich Transfer Co. 

Alleges that MF-I. C. C. No. 1 filed by the defendant containing 
local and joint class and commodity rates is null and void by rea- 
son of being illegal, because among other things the tariff on 
its face says it Is subject to Consolidated Freight Classification No. 
10, afficial classification No. 54, Agent Greenly’s I. C. C. O. C. No. 
54, when the defendant is not a participating carrier in that classi- 
fication. It. is also alleged the defendant is a common and not a 
contract carrier. Asks a cease and desist order and an order re- 
quiring defendant to establish rates in compliance with the act and 
regulations established thereunder. (Glenn F. Morgan, asst. mgr., 
143 Liberty St., New York, N. Y.) 


No. 27392, Jacob Dold Packing Co., Buffalo, N. Y., vs. Erie et al. 

Rates, fresh meats, cured meats, and packing house products, 
mixed carloads, Buffalo, N. Y., to points in N. Y., Pa., and N. J., 
on shipments between April 24, 1934, and March 1, 1935, in viola- 
tion of sections 1, 2 and 3, the undue preference alleged being 
for complainant's competitors in the matter of charges on meats, 
cured, dried, salted, or smoked, in mixed carloads. Asks repara- 
tion. (C. G. Redlich, t. m., Buffalo, N. Y.) : 


No, 27393, Ross Brothers Horse & Mule Co., Fort Worth, Tex., vs. Ft. 
Worth & Denver City et al. 

Charges, one carload horses, Culbertson, Mont., to Fort Worth 
shipped in August, 1934, in violation of section 1. Asks repara- 
tion. (Eugene Bolliger, practitioner, 212 W. 8th St., Ft. Worth, 
Tex.) 


PAGE 927 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating te the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic preb- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought preper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers ment, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Tariff Interpretation—Application of Emergency Rate Tariff— 
Mixed Carload 


Pennsylvania.—Question: Please refer to interpretation as 
to application of emergency charges on mixed carload of print- 
ing paper and paper envelopes as set forth on page 546 of the 
Traffic World of March 21, 1936, under the above caption. 

It will be appreciated if you will advise basis for this in- 
terpretation as same is contrary to the practice which we are 
following, which practice is predicated on the interpretation 
given by Chairman Lawrence of the national emergency charge 
committee. 

Answer: Note 2 to item 30 of the emergency tariff pro- 
vides that where the line-haul transportation charges on the 
portion of a shipment are assessed at less carload (not any- 
quantity) rates, such portion shall be subject to carload emer- 
gency charges. 

It appears that a proper interpretation of this provision is 
that the carload rate to be applied on a shipment on which 
less than carload rates are assessed is the carload emergency 
charge on that commodity and not the carload rate on the com- 
modity moving at the carload rate under the mixed carload 
provision. 


Liability of Motor Carrier for Loss of Goods 


New York.—Question: In October, 1934, a customer of X 
Company, in A, Alabama, was instructed to return to B, Ala- 
bama, a machine which they had been operating on a com- 
mission basis. 

The customer consigned this shipment via the Z Motor 
Line. Through a clerical error, completion of the movement 
was not checked until a later date, at which time it was dis- 
covered that the machine had never arrived at destination. 

Claim was filed with the Z line, and disregarded. Our 
district representative was sent to check the matter personally, 
and the only satisfaction was a statement that “they had a fire 
and the receipt covering this shipment must have been de- 
stroyed,” etc. The matter was turned over to our local law- 
yers, but the amount involved, approximately $150, does not 
warrant the institutiodf of court proceedings for recovery. 

The carrier is now a member of the Southern Motor Car- 
rier Rate Conference, participating in tariffs of that body, 
which operates under the assumption that the parties partici- 
pating in their tariffs have requested certificates to operate 
in interstate commerce from the Interstate Commerce Com- 
mission. . 

Pending continued disregard of the claim by the Z Motor 
Lines, what recourse have we? To what body should this 
matter be referred for arbitration? To what body should we 
report the apparent unreliability of this line? 

Answer: Section 215 of the federal Motor Carrier Act, 
1935, provides that no certificate or permit shall be issued to 
a motor carrier or remain in force, unless such carrier com- 
plies with such reasonable rules and regulations as the Com- 
mission shal] prescribe governing the filing and approval of 
surety bonds, policies of insurance, qualifications as a_ self- 
insurer or other securities or agreements, in such reasonable 
amount as the Commission may require, conditioned to pay, 
within the amount of such surety bonds, policies of insurance, 
qualifications as a self-insurer or other securities or agree- 
ments, any final judgement recovered against such motor car- 
rier for bodily injuries to or the death of any person resulting 
from the negligent operation, maintenance, or use of motor 
vehicles under such certificate or permit, or for loss or damage 
to property of others. 

The same section provides that the Commission may, in 
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its discretion, and under such rules and regulations as it shall 
prescribe, require any such common carrier to file a surety 
bond, policies of insurance, qualifications as a_ self-insurer, 
or other securities or agreements, in a sum to be determined 
by the Commission, to be conditioned upon such carrier making 
compensation to shippers and/or consignees for all property 
belonging to shippers and/or consignees, and coming into pos- 
session of such carrier in connection with its transportation 
service. 

To date the Commission has not required common carrier 
motor carriers to file surety bonds or other forms of surety, 
but this apparently will be done by the Commission in the near 
future, as the Commission is holding hearings now on this 
subject. 

If similar provisions are a part of the statutory law of 
Alabama, they will govern in the instant case, if the move- 
ment was via an intrastate route. 

The institution of a suit in court appears to be the only 
certain means of recovering the amount of your loss, provided 
se amount of the judgment can be collected, if judgment is 

ad. 

However, in all probability a report to the Motor Carrier 
Bureau of the Interstate Commerce Commission, if the move- 
ment was interstate, or to the State Commission, if intrastate, 
as to the disregard of your claim by the Z Motor Line, will 
receive the attention of either commission. 


Tariff Interpretation—Alternative Application of Combination 
Rates 


New York.—Question: A shipment was routed from New 
York City, N. Y., to Atlanta, Ga., via water and rail, the rout- 
ing being via Ocean Steamship-Central of Georgia Ry., cov- 
ered by Agent Pope’s Tariff I. C. C. 1931. 

It was learned that a combination rate over Jacksonville, 
applicable via Ocean Steamship-Seaboard Air Line. covered by 
Ocean Steamship Co.’s Group Tariff I. C. C. 808, parties to 
this tariff being the A. C. L.-S. A. L., but not the Central of 


Georgia Ry., made a lower rate than the through rate of Pope’s 
1enn {. C. C. 1931. 


The information desired is whether, on a shipment routed 
Ocean Steamship-Central of Georgia Ry., as per Pone’s Tariff 
I. C. C. 1931, a rate based on the Jacksonville or Savanah com- 
bination, can be applied. Your attention is invited to Item 
No. 2304 e(c) shown in Roy Pope’s Tariff I. C. C. 1931. which 
the Central of Georgia claims covers them on any combination 
through Savannah or Jacksonville. Is the Central of Georgia 
right in their interpretation of Item No. 2304 e(c)? 


Answer: Subdivision (c) of paragraph e, Item 2304, of 
Agent Pone’s I. C. C. 1931 provides that if the charge based 
on the aggregate of intermediate joint, local or proportional 
rates applicable via Jacksonville, Fla., or Savannah, Ga., named 
in tariffs lawfully on file with the Interstate Commerce Com- 
mission is lower than the charge accruing under the throuch 
rates published in this tariff, or as same may be amended, from 
point of origin to destination, such lower charge will be the 
legal charge to apply via Savannah, Ga., or Jacksonville, Fla., 
over routes through those ports via which the through rates 
named in this tariff, or as amended are applicable. 

This item is issued under Special Permission No. 144036 
of the Interstate Commerce Commission dated May 6. 1935, 
and authorizes the application of the aggregate of intermediate 
rates applicable via Jacksonville or Savannah over routes vid 
which through rates are named in Agent Pone’s I. C. C. 1931. 
Tariff Interpretation—Application of Rule 15 of Classification 

Georgia.—Question: A shipment of 27,600 pounds of corn 
was tendered to a carrier as a less carload shipment, and for 
the carrier’s convenience the shipment was loaded into a car 
placed by the carrier for this purpose. From A to B there 
is a commodity rate of 13c applicable on corn, subject to a 
minimum weight the same as the marked capacity of the car 
used, in this instance, 100,000 pounds. In Consolidated Freight 
Classification No. 9 the minimum shown is 40,000 pounds. 
What weight is proper to use in applying Section one of Rule 
15? What comprises “a minimum carload” at any time, the 
marked capacity of the car used or the marked capacity of the 
smallest car available anywhere? 

Your answer with citations will be appreciated. 

Answer: With respect to this question, see the Commis- 
sion’s opinions in Brownell & Field Co. vs. N. Y. N. H. & H. 
R. R. Co., 120 I. C. C. 229, and Klein-Simpson Fruit Co. vs. 
Director General, 98 I. C. C. 547. Construing the provisions 
of Section 1 of Rule 15 of the Classification, the Commission. 
on page 550 of its decision in the case last referred to, said 
that under section 1 of rules 18 and 15 of the classification 
named the lowest charges, either at the carload rates and min- 
ima or the less-than-carload rates and actual weights, were 
applicable; that as the rate applicable prior to December 31, 
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1919, was 15 cents whether the shipments were nested or not 
nested, or were carload or less than carload, it follows that 
on these shipments charges based upon the actual weights 
would have been lower, because of the graduated minima 
rule, than charges based upon the applicable minima under 
that rule in all instances except possibly that of a 36-foot car 
shipped to Paso Robles on June 27, 1918, which shipment, the 
Commission said, weighed more than the 12,000 pound mini- 
mum applicable to shipments not nested but less than the 
18,000 pound minimum apvlicable when nested. It did not 
appear whether the loses in this shipment were nested and 
charges were assesed at a weight of 18,000 pounds. 

We are unable to locate a decision of the Commission spe- 
cifically in point, but it seems apparent from the cases cited 
above that the term, “for a minimum carload,” as shown in 
Section 1 of Rule 15, relates to the size of the car in which 
the shipment is loaded. 


Commissions to Obtain Traffic 


lowa.—Question: Kindly refer to question under “Iowa,” 
page 656, April 4, 1936. 

Your answer seems to be in conflict with Interstate Com- 
merce Commission Rulings numbers 351 and 363. Of course, 
these rulings have been rescinded but the principle still re- 
mains. 

Answer: In Conference Ruling 351, the Commission did 
hold that a carrier may not pay for a telegram sent in the 
name of a shipper directing the routing of certain traffic. 

While such a practice might conceivably be the means of 
rebating unless the amounts to be paid are stated in a tariff 
lawfully on file with the Commission, this is only a possibility, 
in that the amounts do not accrue to the shipper but to the 
telegraph company. 

There may, however, be some other basis for the Commis- 
sion’s holding in Conference Ruling 351, which is, however, 
not supported by citations to decisions of the courts. 


Misuse of Equipment by Shipper 


Louisiana.—Question: Our warehouse is located on the 
tracks of the A Railroad. We had orders to load a car out on 
“ned A Railroad. The A Railroad placed an empty for this 
oad. 

In the meantime, we had orders to load another car on 
the B Railroad. The B Railroad sent an empty to the inter- 
mediate carrier, the C Railroad, for this placement. 

The warehouse, however, used for the car furnished by 
the B Railroad through the C Railroad to load on the A Rail- 
road and used the empty furnished by the A Railroad to load 
out on the B Railroad. 

Now the C Railroad is presenting us with a bill for eatra 
switching, elleging misuse of equipment. We want to know 
if this additional charge is in order. 

Please bear in mind the tariff requires the A Railroad to 
place an empty car for loading free of charge and to pull out 
free of charge. The tariff likewise requires the B Railroad 
to place an empty for loading also free of charge. 

Inasmuch as both the B Railroad and the A Railroad got 
an outbound haul but on different cars, we fail to see where 
the extra charge for misuse is in order, and where any misuse 
was occasioned. 

We would like, therefore, your ideas or opinion on this. 

Answer: While under the operation of the per diem rules 
the loading of the car furnished by carrier B and the forward- 
ing of that car via carrier A instead of carrier B may have 
resulted in additional expense to carrier B, we do not under- 
stand how, under the facts you have submitted, carrier C can 
have a claim for additional switch‘ng charges. Presumably 
carrier C received compensation for its switching of the car 
furnished by carrier B for loading at your warehouse from 
carrier B, and also received its switching charge from that 
carrier on the car which was forwarded outbound over carr er 
B. If so, we do not see how it has a claim against the shipper 
for extra switching resulting from the misuse of equipment. 

Complete information as to the carriers involved and the 
destination of the shipments, together with reference to the 
applicable tariffs would be necessary for a definite conclusion 
in the matter, in the event that the facts are not as we have 
assumed them to be. 


Reconsignment Rules—Application of Rate From Point of 
Origin Through Reconsigning Point Back to Original Des- 
tination on Shipment Recalled 


Texas.—Question: On January 20, 1936, a car of imported 
bananas was shipped from Galveston to Houston, Texas. After 
arrival at Houston the car was diverted back to Galveston (the 
reason for the diversion being immaterial). 

The import rate from Galveston to Houston is 26 cents 
per 100 pounds, published in Item 1585-C, Supplement 43, 
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Texas Lines’ Tariff No. 2-M. On page 9 of the same schedule 
it is stated that the rates in Section 2 are specific commodity 
rates and do not alternate with commodity rates in other sec- 
tions of the tariff. 

There is a mileage scale of rates on bananas in Item 2050, 
Rate Section 4, of the above mentioned schedule and this 
section is subject to a provision which states that, where rates 
are published in Section 2 the rates published in Section 4 on 
the same commodity and via the same route will not apply. 

The diversion or reconsignment is governed by Items 10, 
90 and 120 of Texas Lines’ Tariff No. 370. 

The carriers contend that the lowest rate they can law- 
fully apply is the rate from Galveston to Houston and return, 
based on actual mileage, using Column 45, while shippers con- 
tend that the rate should not exceed the Galveston-Houston 
rate of 26 cents per 100 pounds, therefore the question is: what 
is the lawful rate? 

Answer: Clearly the service involved here was a “recon- 
signment,” as defined in Item 10 of the tariff to which you 
refer, for this definition includes “A change in the name of the 
consignee,” “A change in the destination,” or “any other in- 
structions given by the consignor necessary to effect delivery 
which requires a change in billing. 

The point to determine, therefore, is what rate to charge, 
that is, whether the rate to and from the reconsigning point, 
or a distance tariff rate using continuance mileage for the 
total distance. 

To say that, in this case, there is a through rate from 
origin to final destination via the reconsigning point is to say 
that we may refer to the distance tariff and check a con- 
tinuous rate from Galveston to Galveston via Houston without 
use of the reconsigning tariff. The distance tariff, it is true, 
does not specifically state that the rates named therein apply 
only to direct movements from a given origin to a given des- 
tination, but merely sets forth rates for hauls of differing blocks 
of distances. We believe, however, that the logical view to 
take is that, under this tariff, an origin and destination are 
presupposed for any rate which is to be ascertained therein 
and that to arrive at that rate we must ascertain the distance 
from the origin to the destination and use the rate named in 
the distance tariff for that distance. 

We believe, in the absence of special tariff provision to the 
contrary, covering such situations, that distance rates are “‘one- 
way” rates, so far as continuous mileage is concerned. We find 


no cases where this situation has been passed on by the Com- 
mission. 


FURNITURE CLAIM PREVENTION 


Freight claim prevention officials of the railroads have 
been asked to cooperate in a campaign to reduce damage to 
furniture. The request is contained in a circular issued by the 
freight claim division of the Association of American Railroads 
and was prompted by recent increases in damage claims on 
furniture of 25 per cent on less carload shipments and 5 per 
cent on carload shipments. The division has had its inspectors 
analyze more than 5,000 furniture damage reports, the circular 
says. Those analyses indicated that much of the trouble could 


be eliminated by close attention to stowing in cars, the elimi-’ 


nation so far as was possible of transfer of shipments, the load- 
ing of shipments to one or two major stations in large centers, 
from which deliveries might be made to store doors or other 
billed station by motor trucks, and the effective re-cooperage 
at transfer points of L. C. L. shipments that show weakening 
of packing. 

The circular suggested that the spread of pick-up and 
delivery service on L. C. L. freight might be of assistance 
because it would bring the delivering trucker directly under the 
control of the railroad. While there was work to be done in 
educating shippers in methods of packing and stowing, it said, 
the suggestion was that, for the present, the main effort be 
directed toward correcting the railroads’ own faults. “Obvious 
errors in crating and loading, should, of course, he brought to 
the shippers’ attention, but it is our feeling that a tremendous 
improvement is possible without any attempt to increase the 
cost of packing,” said the circular. 


MISCELLANEOUS AIR SERVICE 


Miscellaneous aircraft operators flew 84,755,630 miles in 
1935, the highest total for miles flown in a year since 1931, 
according, to the Bureau of Air Commerce, Department of 
Commerce. 

Passengers carried numbered 1,287,375 in 1935, slightly 
less than the 1934 total, but exceeding the totals for 1933 
and 1932. 

Miscellaneous operations include charter and taxi flying, 
student instruction, special services such as crop dusting and 
eentography. experimental and exhibition flying and private 
ying. 
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Doings of the Traffic Clubs 





The Waukegan-North Chicago, Ill., Traffic Club will have 
a dinner meeting at the Waukegan Hotel May 14. There will 
be a showing of colored motion pictures of the north Wisconsin 
lake country through the courtesy of the Chicago and North 
Western. The club will hold its first golf outing at the Glen 
Flora Country Club June 11. 





The Omaha Traffic Club will hold a golf tournament at 
the Happy Hollow Club May 21. There will be a large list 
of prizes. Dinner will be served at the clubhouse in the eve- 
ning, after which there will be entertainment. Bernard C. 
Simpson is chairman of the committee in charge. 





William C. Mass, president, Milwaukee Association of Com- 
merce, will speak on “The Milwaukee Business Development 
Program” at a luncheon meeting of the Milwaukee Traffic Club 
at the Wisconsin Hotel May 11. The affair is under the direc- 


tion of the club’s educational committee, of which F. J. Mooney 
is chairman. 





Milton J. Vandewalker, who heads the Traffic Club of 
Rochester Chamber of Commerce for 1936, is a native of Clay- 
ton, N. Y. He started his transporta- 
tion career with the D. and H. Com- 
pany at Albany in 1906 as secretary 
to the general traffic manager. He 
served as traveling freight agent at 
Pittsburgh and Chicago and as gen- 
eral agent at Chicago. During the war 
period he was traffic manager for the 
American Ship Building Company at 
Cleveland and Detroit. He entered 
the service of the Lehigh Valley in 1920 
as commercial agent at Detroit and 
was made general agent at Memphis 
in 1923. He was appointed division 
freight agent at Rochester in 1931. He 
has been a member of the executive 
committee of the traffic club since 1931 
and was vice-chairman of the club in 
1935. W. D. Sanderson, vice-president of the Victor Flour 
Mills, Inc., is vice-chairman of the club. He has been active 
in its affairs for several years. F. W. Burton, manager, trans- 
portation bureau of the Rochester Chamber of Commerce, is 
secretary. Charles H. Vayo, traffic manager, Eastman Kodak 
Company, is chairman of the program committee and E. C. 
Morgan, traffic manager, Brewster Gordon Company, heads 
the educational and discussional forums committee. Plans 
are under way for the sponsoring of “Transportation Day in 
Rochester” tentatively scheduled for June 16. 








The Traffic Club of Minneapolis held its annual May-day 
luncheon meeting at the Nicollet Hotel May 5. Mrs. Vivian 
Thorp, Minneapolis: Journal, spoke on “Politics Through a 
Knothole.” Ladies were invited. The club will hold a golf 
outing at the Country Club May 22. 





The Traffic Club of Jacksonville, Fla., will hold an outing 
and dinner dance at the Casa Marina Hotel, Jacksonville Beach, 
May 16. There will be golf and bridge in the afternoon and 
surf bathing in the early evening. Dinner will be served fol- 
lowed by a floor show and dancing. George H. West, chair- 
man of the club’s entertainment committee, is in charge of 
arrangements. 





The Traffic Club of Atlanta, at a luncheon meeting, May 
4, at the Athens Athletic Club, adopted a resolution opposing 
the Wheeler-Crosser bill. The resolution was offered by T. B. 
Curtis, general agent, Charleston and Western Carolina, and 
the vote was unanimous. Motion pictures of the operations 
of the Federal barge lines were shown. 

A joint meeting of the traffic clubs in Connecticut, under 
the auspices of the Hartford Chamber of Commerce, was held 
at the Hartford plant of the Underwood Elliott Fisher Com- 
pany May 7. Dinner was served. Walter H. Brusche, Mer- 
chants’ Association of New York, spoke on “The Pier Boycott 
Case and Its Ramifications.” 

Members of the Motor City Traffic Club of Detroit at- 
tended a luncheon meeting of the Detroit Optomist Club at 
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Personal Notes 


J. R. Reagan has been appointed traveling freight and 
passenger agent for the C. M. St. P. & P. at Miles City, Mont. 
T. H. Noon has been appointed traveling freight and passenger 
agent at Butte, Mont. 

Fred C. Franklin has been appointed general agent, freight 
department, New York Central, at Houston, Texas. 

H. W. Wike has been appointed assistant general freight 
agent for the Northern Pacific at Minneapolis, Minn. 

David L. Gray, vice-president in charge of traffic, Erie 
Railroad, Cleveland, observed the fiftieth anniversary of his 
railroad service May 1. He has spent all those years with the 
Erie, except for a time, between 1918 and 1925, when he was 
with the Railroad Administration and the New York Central. 
Mr. Gray was guest of honor at a luncheon, arranged by officers 
and employes of the Erie, at the Hotel Cleveland on the an- 
niversary day. 

The Louisiana and Arkansas has announced the following 
appointments: J. W. Leggett, general agent, Tulsa, Okla.; 
G. A. Henson, general agent, Fort Worth, Texas; Joe H. Hardin, 
representative, Fort Worth; C. R. Dyer, division freight agent, 
Greenville, Texas. 

Nathan Spering, signature officer, Pennsylvania Railroad, 
died at Overbrook Hills, Pa., April 30. 

The Pennsylvania Railroad has announced the following 
appointments: W. R. Triem, general superintendent of tele- 
graph, Philadelphia; J. F. Gillum, superintendent, Mononga- 
hela division, Pittsburgh; J. B. Phelan, assistant superintendent 
of car service, Philadelphia; E. C. Gegenheimer, superintendent, 
Middle division, Altoona; C. G. Grove, superintendent, Williams- 
port division, Williamsport; P. E. Feucht, superintendent, 
passenger transportation, eastern region, Philadelphia; C. W. 
Van Nort, superintendent, Wilkes-Barre division, Wilkes-Barre; 
H. L. Clapper, superintendent, freight transportation, Pitts- 


burgh; G. F. Walter, supervisor, freight service, New York 
zone, New York. 





the Book Cadillac Hotel May 6. The occasion was railroad 
day, and the traffic club members had a special invitation to 
take part in the affair. 


Draper Grigsby, attorney, St. Louis-San Francisco, was 
the speaker at a luncheon meeting of the Oklahoma City Trans- 
portation Club at the Huckins Hotel May 4. 


The Traffic Club of Baltimore held a smoker at the Alca- 
zar May 5. There was musical entertainment and boxing and 
wrestling bouts. Refreshments were served. 


The Traffic Club of Brooklyn will observe its silver anni- 
versary with a dinner at the Hotel Granada, Brooklyn, May 
14. The club was organized in 1911. Several charter mem- 
bers will be honored at the dinner. The club held a dance at 
the Half Moon Hotel, Coney Island, May 9. The annual outing 
of the club will be held at the Nassau Shores Country Club, 
Amityville, Long Island, August 5. 


The Traffic Club of Detroit held a stag party at the Book- 
Cadillac Hotel May 8. There was a buffet supper. Enter- 
tainment included boxing and vaudeville. Charles Davitt, traf- 
fic manager, Budd Wheel Corporation, was chairman of the 
committee in charge. Other members were: Robert S. Eaton, 
New Haven Railroad; T. E. Hary, Texas and Pacific; Arthur L. 


Wolf, Atlantic Coast Line, and Robert L. Gainer, Chicago and 
Eastern Illinois. 


The Jamestown, N. Y., Traffic Club has ratified the resolu- 
tions against government ownership of the railroads and against 


the Wagner bill adopted by the Associated Traffic Clubs of 
America. 


The Birmingham Traffic and Transportation Club will hold 
a golf tournament and bridge party at the Birmingham Coun- 
try Club May 12. Luncheon and dinner will be served and 


there will be prizes for both golf and cards. Ladies will be 
guests. 


The luncheon meeting of the Traffic Club of Houston at 
the Rice Hotel May 5 was past presidents’ day. The follow- 
ing past presidents were present: R. H. Spencer, H. M. Mayo, 
Clint Hollady, R. H. Carmichel, J. F. Hennessey, Jr., S. G. 
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Reed, E. L. Williams, Carl B. Fox, Walter T. Keith, C. P, 
Drake, James E. Carter, John W. Daniel, J. J. Shaw, Hank T, 
Lindsey, William H. Meyer and Charles W. Mitchel. Claude H. 
Pugh was chairman of the committee in charge of arrange- 
ments. 


Herbert Hammon Crane, architect, was the speaker at a 
luncheon meeting of the Traffic Club of Fort Worth at the 
Blackstone Hotel May 4. E. L. Luckett was chairman of the 
committee in charge of the meeting. There was a program 
of entertainment. 


The Transportation Club of New York University held its 
annual dinner at the Phoenix Restaurant, New York City, 
May 8. John Winchester, president, New Jersey Trucking 
Association, and Benjamin Solomon, president, Metropolitan 
Traffic Association, were the speakers. Harry E. Stocker, 
traffic manager, American Type Founders Sales Corporation, 
is faculty advisor of the club. 


V. R. March, export traffic manager, A. E. Staley Manu- 
facturing Company, will make a report on the meeting of the 
Associated Traffic Clubs of America at New Orleans at a 
luncheon meeting of the Transportation Club of Decatur, IIL, 
at the Hotel Orlando May 12. There will be golf at the South 
Side Country Club after the meeting. 


A humorous speaker, billed as Professor O. G. Ohwell, 
chief of the section for the advancement of planned society, 
will speak at a luncheon meeting of the Transportation Club of 
Louisville at the Kentucky Hotel May 12. The club will hold 
a night club dance and bingo party May 23. 


The Transportation Club of St. Paul observed boy scout 
day at a luncheon meeting at the Lowry Hotel May 5. Frank 
R. Neibel, boy scout executive, St. Paul area, spoke on, “What 
Boy Scouting Will Do for Your Son.” 


The Women’s Traffic Club of Greater New York will hold 
mothers’ night at its meeting on May 12 at the George Wash- 
ington Hotel. There will be a special program of entertain- 
ment. The speaker will be the poet Doretta Hemmendinger. 


The Traffic Club of Tulsa will hold its annual picnic and 
golf tournament June 3 at the Oakhurst Country Club, Tulsa. 


The Motor City Traffic Club of Detroit will hold a golf 
tournament at Birch Hill Country Club May 16. Dinner will 
be served in the evening. The club has organized a softball 
league which will begin playing on a regular schedule May 11. 


Docket of the Commission 


NOTE—liItems in the decket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission's docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and pestponements announced too late to show the change In 
this docket will be noted elsewhere. 


May 11—San Francisco—Merchants Exchange—Examiner Stiles: 
1. & S. 4189—Petroleum from Calif. to Ariz., Calif. and Nev. 


May 11—Lexington, Tenn.—Hotel Lexington—Examiner R. R. Molster: 

Finance 11098—Application of L. & N. and the N. C. & St. L. fora 

certificate permitting abandonment by the former and abandonment 

of operation by the latter, of a branch line between Lexington and 
Perryville, in Henderson and Decatur counties, Tenn. 


May 11—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Johnson: 
Fourth Section Application 16158—Newsprint from southern ports. 
Fourth Section Application 16252—Sulphuric and electrolyte acid from 

Copperhill, Tenn., to points in S. C. 


May 11—New York, N. Y.—Pennsylvania Hotel—J. E. Davey: 

BMC F-12—Application of Keeshin Transcontinental Freight Lines, Inc., 
to acquire Seaboard Freight Lines, Inc., of Conn.; S. F. L., Ine. 
(formerly Seaboard Freight Lines, Inc.), of N. Y.; Seaboard Freight 
Lines, Inc., of Mass., and United Motor Lines, Inc., of Conn. 

May 11—Washington, D. C.—Examiner Kephart: 

BMC 2200—Application of the Acme Fast Freight, Inc., Acme Trans 
fer & Storage Co., Atlas Freight, Inc., Chaffre-Shippers Service, 
Inc., Shippers Service Express, and Southwestern Carloading Co., 
all doing business as the Acme Fast Freight, New York City, for 
a certificate as a common carrier of commodities generally. 

May 11—Providence, R. I.—U. S. Court Rooms—Examiner Aplin: 


BMC 15081—Application of Walker Freight Service, Inc., Providence, 
R. I., for a license as a broker. 
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May 11—Lincoln, Neb.—Railway Comm.—Examiner Lawton: 

BMC 2600—Application of Slagle Transfer Co., Lincoln, Neb., for 
permit to operate as contract carrier. 

May 11—St. Louis, Mo.—Coronado Hotel—Director Hardie: 

17000, part 8—Cottonseed, its products and related articles. 

May 12—Frankfort, Ky.—Kentucky Commission—Examiner Bardwell: 

27325—Intrastate class and commodity rates in Kentucky. 

May 12—Washington, D. C.—Examiner Weems: 

27305, and Sub. No. 1—Indian Refining Co. vs. C. C. C. & St. L. Ry. 

27269—-Du Pont Film Manufacturing Corporation vs. Raritan River. 

27270—Du Pont Rayon Co. vs. Norfolk & Western et al. 

27274—Du Pont Viscoiloid Co. vs. N. & W. et al. 

27275—E. I. Du Pont de Nemours & Co., Inc., vs. A. G. S. et al. 

27320—Gulf Refining Co. vs. B. & O. et al. 

May 12—Washington, D. C.—Division 5: 

.In matter of security for protection of public provided in section 
215 of motor carrier act and of rules and regulations governing 
filing and approval of surety bonds, policies of insurance, qualli- 
fications as a self-insurer, etc. 

May 13—Knoxville, Tenn.—U. S. Court Rooms—Examiner Molster: 

Finance 11121—Application of Tennessee Valley for certificate of 
public convenience and necessity permitting the Southern to aban- 
don its LaFollette branch in Campbell county, Tenn. 

May 13—Washington, D. C.—Argument: 

27124—Natural Products Refining Co. vs. Ct. of N. J. 

Ex Parte 104, part Il—Louisville Cement Co. terminal allowance. 
May 13—Washington, D. C.—Examiner Cheseldine: 

Fourth Section Application 16296—Pebble lime from points in T. L. 

territory to Edge Moor, Del., and Phoenix, N. J. 
May 14—Washington, D. C.—Argument: 
27005, 27046 and 27061—Holly Sugar Corp. vs. A. T. & S. F. et al. 
May 14—Washington, D. C.—Examiner Way: 

Fourth Section Application 16282—Petroleum and its products, from 
points in New Orleans-Baton Rouge group to points in northern 
Mo., Ia., Minn., Wis., etc. 

May 14—Omaha, Neb.—Paxton Hotel—Examiner Hendon: 

BMC-F 16—Application of U. P., C. B. & Q. and C. & N. W., to 

acquire control of a motor carrier through ownership of stock. 
May 15—Los Angeles, Calif.—State Bldg.—Examiner Stiles: 
27334—Hauser Packing Co. et al. vs. A. T. & S. F. et al. 

May 15—Tallahassee, Fla.—U. S. Court Rooms—Examiner Johnson: 

Fourth Section Application 16127—Cottonseed cake or meal and re- 
lated articles to Fla.—Filed by Tilford. 

May 15—Washington, D. C.—Argument: 

Air Mail Docket 6—Air Mail rates for Route 33. 

May 15—Jackson, Miss.—Robert E. Lee Hotel—Joint Board 14: 

BMC-F 17—Application of Gulf Transport Co. to purchase properties 
of Davis Transportation Co., Louisville, Miss. 

May 16—New Orleans, La.—Hotel Jung—Examiner Johnson: 

Fourth Section Application 16254—Tin cans from Port Arthur, Tex., 
to Mobile, Ala., Jacksonville, Fla., and Charleston, S. C. 

Fourth Section Application 16142—Fresh vegetables from points in 
western La.—Filed by Leland. 

May 18—New Orleans, La.—Hotel Jung—Examiner Johnson: 

Fourth Section Application 16160—Petroleum products from Wood 
River and Lawrenceville, Ill., districts. 


Written Especially for You! 
- «++ 64-page book on TRAFFIC MANAGEMENT 


Read about “The Traffic Manager who Saved his Year’s 
Salary in a Month’”—“The Story of a Town that Hired a 
Traffic Manager’’—the new opportunities in the Traffic field 
—and the simple, scientific home-study training, prepared in 
collaboration with 175 of America’s foremost traffic author- 
ities, which can qualify YOU to assume the well-paid, im- 
portant management duties every ambitious man wants! 
LaSalle has prepared this elaborate, illustrated booklet in 
order to tell you, without obligation, how to realize a real 
career in Transportation. It is informative and valuable for 
clerk and Traffic Manager alike—and it is yours for the 
asking. So write for it today. 


Address Dept. 395-T 
LaSalle Extension University, Chicago, Ill. 
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May 18—Chicago, Ill.—Sherman Hotel—J. G. Cooper, Sect. of Finance: 
BMC-F 11—Application of Keeshin Motor Express Co., Inc., Ill., to 
purchase the properties and rights of Charles T. Durand, and of 
Keeshin Motor Express Co., Inc., Ill., and National Freight Lines, 
inc., to transfer properties to the latter, and of Keeshin Trans- 
continental Freight Lines, Inc., to acquire National Freight Lines, 
ine. 


May 18—Topeka, Kan.—State Corporation Commission—Examiner Hen- 

don: 

BMC-F 18—Application of Southern Kansas Stage Lines Co. to acquire 
control of Western Transit Co. 

BMC-F 19—Application of Southern Kansas Stage Lines Co. to pur- 
chase properties of Silver Star Stages. 

BMC-F 20—Application of Southern Kansas Stage Lines Co. to pur- 
chase properties of Central Kansas Bus Line. 

BMC-F 23—Application of Southern Kansas Stage Lines Co. to pur- 
chase properties of Weaver Truck Lines. 

BMC-F 22—Application of Southern Kan. Stage Lines Co. to purchase 
properties of Topeka-Emporia Truck Line. 

May 18—Dallas, Tex.—Baker Hotel—Examiner Higgins: 

BMC-F 21—Application of Sooner Distributing Co., Inc., to purchase 
certificate of convenience and necessity from Motorway Freight 
Lines. 

May 19—Dallas, Tex.—Baker Hotel—Joint Board 15: 

BMC-F 14—Application of Houston & North Tex. Motor Freight Lines, 
Inc., to purchase franchises from Interstate Motor Freight Lines, 
ine., and Dulaney & Estes, a copartnership. 

May 19—New Orleans, La.—Hofel Jung—Examiner Johnson: 

Fourth Section Applications 15302 and 15639—Cotton to Texas and La. 
ports. 

May 19—Washington, D. C.—Examiners Boyden and Conway: 
Finance 10992—New York, New Haven & Hartford reorganization. 

May 19—Washington, D. C.—Examiner Prichard: 

Finance 11181—Application of Chicago & Illinois Midland to acquire 
the Springfield, Havana & Peoria. 

May 20—Dallas, Tex.—Baker Hotel—Joint Board 16: 

BMC-F 15—Application of North East Texas Motor Lines, Inc., to 
purchase Perkins Motor Lines. 

May 20—Washington, D. C.—Examiner Bernhard: 

Fourth Section Applications 623 et al.—Lumber from the south and 
southwest, 198 I. C. C. 753. 

May 20—Washington, D. C.—Examiner Prichard: 

* Finance 11166—Application Pennsylvania-Reading Seashore Lines to 

purchase property and franchises of Stone Harbor R. R. 

May 20—Washington, D. C.—Argument: 

Ex Parte 115—Increases in freight rates and charges, 1935. 

May 21—-Vicksburg, Miss.—U. S. Court Rooms—Examiner Johnson: 
27316—City of Vicksburg vs. A. G. S. et al. 

May 21—Chicago, Ill.—Sherman Hotel—Examiner Taylor: 
27284—-Board of Trade of the city of Chicago et al. vs. A. & S. et al. 
27286—-Minneapolis Traffic Assn. et al. vs. C. & N. W. et al. 
27290—Amarillo Grain Exchange, Inc., vs. C. R. 1. & G. et al. 

May 21—Washington, D. C.—Examiner Way: 

Fourth Section Application 16159—Automobiles from Cincinnati. O. 

May 22—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Konigsberg: 
26954—South Dakota Independent Oil Men's Assn. vs. A. & S. et al. 

May 22—Denver, Colo.—Public Utilities Comm.—Examiner Stiles: 

1. & S. 4141—Bananas from Gulf ports and El Paso to Colorado. 

25600 and Sub. No. 1—Amato & Sons, Inc., et al. vs. A. T. & S. F. 
et al. 

May 22—Washington, D. C.—Examiner Way: 

Fourth Section Application 16251—Vegetables from North Carolina 
to eastern points. 


CLEARING DISTRICT TRAFFIC COMMITTEE 


C. E. Lofland, traffic manager, Arkell Safety Bag Company, 
has been appointed chairman of a committee of industrial traffic 
men in the Clearing industrial district, Chicago, to work out 
plans for forming an organization of traffic representatives of 
plants within the district. The organization, which will function 
under the Clearing Industrial Association, and which will meet 
the third Tuesday of each month in the rooms of that associa- 
tion, will consider traffic problems local to the district. The 
committee includes the following other men, all in charge of 
traffic matters for their companies: Hugh Crawford, Johnson 
and Johnson; C. E. Morris, Borg and Beck Company division of 
the Borg-Warner Corp. Harold Cleland, Trumbull Asphalt 
Company; P. J. Klein, Cracker Jack Company; A. W. Linde- 
man, Allen B. Wrisley Company, and D. P. Wells, Clearing 
Industrial Association. 
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To Fit*Your 
Individual Needs 


North American Car Service 
is tailor-made to your indi- 
vidual needs—custom-built to 
your conditions. 


It includes tank and refrigera- 
tor cars in sizes and types to 
meet any requirements. Every 
car is soundly built and sys- 
tematically maintained. Each 
is the kind of car you are 
proud to associate with your 


product. 
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POULTRY 
CARS 


To hundreds of shippers, large 
North American 
Service has proved the perfect 


and small, 


solution to a vital problem. If 
your company is not among 
them, we invite you to ask 


for details. 
=] 
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Economy 
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Enjoy the fastest service ever offered and the but 
THE DAYLIGHT supreme luxury of America’s smoothest riding the 

More Convenient Schedules train. Air-conditioned . .. radio in every car... 
FASTER SERVICE TO TEXAS AND THE SOUTHWEST Stewardess . . . Delicious inexpensive meals as mat 


i ; 4 amc 
1135 s m Ls | Chicago , Ar si p.m. low as, Breakfast 25 cents, Lunch 35 cents, _ 
3000 p.m. Ar. . OSpringheld . Lv. 2:14p.m. : 

$05 p.m. Ac. . . &. Lous. . Lv. 1245 9.m. Dinner 40 cents. All seats are numbered for —_ 


advance reservation. No extra fare. 


T H E D IA M O N D SOUTHBOUND NORTHBOUND 


, . . ¢ -m. Lv. Chicago—Central Station Ar. 1:50 p 
A Popular Overnight Train m. Lv. 53rd Street—Chicago Ar. 1:43 p.m. 
11:55 p.m. Lv. . . Chicago . . Ar. 7:30a.m. : -m. Lv. 63rd Street—Chicago Ar. 1:39 p.m. | T 
4:30 a.m. Ar. . Springheld . Lv. 2:40a.m. F .m. Ar. Springfield—Adams St. Lv. 10:43 a. m. 
7:18a.m. Ar. . . St. Louis . . Lv. 12:05 a. : mm. Of. 2. « « Eee. os Le OSS a. 
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